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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

A special fee for the use of the highway by motor 
vehicle common carriers as a place of doing business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ize the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rail transport. 





WHEN A MAN BITES A DOG— 


EWSPAPERS this week treated as rather im- 
portant news a statement by Secretary of War 
Hurley to the effect that he did not expect that President 
Hoover’s economy program for federal activities would 
result in a reduction in the amount of money spent for 
improvement of inland waterways. That work and the 
expenditures therefor, it appears, are to proceed with 
expedition. 

In view of the attitude of President Hoover and 
Secretary Hurley, as well as Congress, toward improve- 
ment of inland waterways, the secretary’s statement, 
of course, was to be expected. We are reminded of the 
statement attributed to a famous editor that, if a dog 
bit a man, it was not “news,” but that if a man bit a 
dog, it was. If President Hoover and Secretary Hurley 
should announce that, because of the necessity for 
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economizing wherever possible, expenditures for water- 
way improvements would have to be substantially cur- 
tailed temporarily, the man would be biting the dog. 


LABOR AND THE RATE CASE 

T seems to us that railroad labor is unduly exercised 
as to the “injection” of the question of wages into 
the fifteen per cent rate increase case. Though railroad 
wages are much talked about in connection with this 
case and were talked about before the case was instituted, 
the question is not before the Commission in this rate 
case or in any other way, it having been distinctly stated 
by Commissioner Meyer that, for the purposes of the rate 
case, wages would have to be dealt with as they stand 
now, for the reason that they are under other authority. 

As to whether wages ought or ought not to be con- 
sidered in connection with this case, that is quite an- 
other matter. Of course, the Commission has no author- 
ity to do anything about wages and, in that sense, the 
matter is not and cannot be before it. But, suppose it 
could be shown that the trend of wages was downward 
and that the railroads, through fear of consequences, or 
lack of initiative, or for any other reason, were not con- 
forming to the trend and were paying more than was 
justified by general conditions for the labor they employ. 
Would it not then be quite proper for the Commission to 
deny an increase—or some part of the increase requested 
—on the ground that the carriers were not operating 
their properties economically and with good business 
judgment? 

It would seem that the question of the wages paid 
to union labor or to other employes is as important in 
this connection, and as germane, as the prices paid for 
material or as any other expenditure of the railroads. 
We do not say that they should reduce wages, but we 
say that the question of whether they should or not is 
properly a subject for investigation in connection with 
their plea for relief. That labor is organized and can 
make trouble, and that there is another governmental 
agency to deal with it, has nothing to do with the ques- 
tion of whether the railroads aré or are not paying too 
much. If they are paying too much and for any reason 
that seems good to them they do not care to cut, then 
they should pay the piper. 

Of course, the railroads are not the only employers 
confronted with this problem, and we are not especially 
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urging that it be settled at this time; but we get a little 
tired of seeing the question of union wages left out of 
every economic discussion, on one pretext or another. 


RAIL RIVALRY 


OMMENTING on the six to five decision of the 

Commission in State Docks Commission (Alabama) 
et al. vs. L. and N. et al. (see Traffic World, July 11, 
page 63), in which it was held that charges and regula- 
tions pertaining to the switching of noncompetitive 
traffic to and from the state docks at Mobile were not 
unreasonable or otherwise unlawful—or, in other words, 
that the Louisville and Nashville might absorb charges 
on competitive, but collect them on noncompetitive 
traffic—Thomas F. Woodlock, in The Wall Street Jour- 
nal, finds it of interest as bearing on the question of 
competition between railroads. He says: 


The transportation act envisages a national transportation 
system composed of individual competing railroad systems. Com- 
petition between these individual systems is the essence of the 
matter upon which reliance is placed for cheap and good service. 
The consolidation provisions of the act emphasize this in unmis- 
takable manner. The situation at Mobile (and at virtually all 
other terminal districts in the country served by more than one 
railroad) is an essential comcomitant of the system of trans- 
portation designed by Congress, because it grows naturally out 
of the very idea of competition. The logic of the language quoted 
above (Eastman’s dissent), pushed to its conclusion, would con- 
trovert the doctrine so often announced by the Commission that 
a shipper may not be deprived of the “advantages of his geo- 
graphical location” and that it is not the function of the Com- 
mission to “equalize opportunities.” 

If this country wants the advantages, such as they are, of 
competition in the railroad industry—and can afford them—it 
must take the disadvantages, such as they are, with the ad- 
vantages; it must take the rough with the smooth. It cannot 
pick and choose; it cannot have a hybrid. It cannot expect rail- 
roads to compete when it removes the incentive to competition; 
it is precisely the “individualistic” conception upon which its 
Congress relied for results. “Broad” or “narrow” as may be this 
conception. it is the conception of the law. If the country wants 
the law changed let it tell Congress to change it. The Commis- 
sion has no right to change it. 

It may be well to note here that the ownership of the state 
docks at Mobile is entirely irrelevant to the question of the rights 
of those docks. In the construction and operation of the docks, 
the State of Alabama is not acting in its “sovereign” capacity and 
is not exercising natural powers of government. It is acting as 
a “business” corporation, and as such has no right other than 
those possessed by other business corporations in the same field 
of activity. 





THE COMMISSION’S DUTY 


OTWITHSTANDING that the Commission has ad- 
vanced the hearings in the increased freight rate 

case and, to that extent, has “speeded up” the proceeding, 
its decision to hold hearings throughout the country will 
not be in the interest of expedition unless those who 
preside at the hearings keep on the job every minute in 
preventing the making of a record that will be largely 
cumulative. 

In this proceeding the Commission has a duty and 
an opportunity. In years, the Commission, 
through its authorized representatives, has repeatedly 
informed Congress, through the appropriation com- 
mittees, of the vast amount of work that must be done 
by it. Only last January, Commissioner McManamy, 
appearing before the house committee on appropriations, 
said the pressure of work on the commissioners had just 
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about reached the breaking point—that the commis- 
sioners were working all the hours they did not find 
necessary to spend in eating or sleeping. 

There has been no disposition to dispute such state- 
ments. In fact, those who are informed as to what the 
Commission is doing are entirely sympathetic with the 
problem of the commissioners in this respect. It is 
within the power of the Commission, however, so to 
manage its activities that the commissioners may not be 
so heavily burdened, and the Commission. now has the 
duty of seeing that the hearings in the present proceed- 
ing are efficiently and economically conducted and the 
opportunity of demonstrating that it can make a proper 
—and also completely legal—record on which to act, in 
a period of time that will be reasonable in the light of 
the factors of the problem involved. 


If the Commission frankly informs witnesses what 
it expects of them, that it intends to shut out cumulative 
testimony, and that witnesses must get quickly to the 
points they wish to make, it will be discharging its duty 
in that respect to the entire public. Those who have 
attended Commission hearings and arguments know that 
there is a large amount of repetition—words, words, 
words—and in a general freight rate case such as we 
now have before the Commission, the tendency will be 
in the direction of effusiveness unless the Commission 
deliberately prevents it. 








“PRO RAILROAD” 


(y- of the proofs cited by those who say this publi- 
cation is “pro railroad,” because it argues for a 
square deal for the rail carriers in the rates they may 
charge and equalization of regulation of all common ear- 
riers, is that we are publishing many of the articles writ- 
ten by Thomas F. Woodlock in The Wall Street Journal, 
and Mr. Woodlock, they say, is “pro railroad.” 

In the first place, we do not admit that Mr. Wood- 
lock is “pro railroad” any more than we would admit 
that Commissioner Eastman was “anti railroad.” Each 
of these gentlemen has his own point of view. Perhaps 
that point of view is wrong, or, perhaps, the man who 
holds it is not entirely logical or fair, since everyone is 
human and subject to error. But each, we believe, is 
actuated by the desire to consider the transportation 
problem in an unbiased manner. And each, by the way, 
is competent so to consider it and to put his thoughts 
into words. 

In the second place, our publication of Mr. Wood- 
lock’s views do not commit us to participation in them, 
any more than publication of Mr. Eastman’s views would 
commit us to them—and if Mr. Eastman were writing 
for publication on this subject we certainly should be 
glad to publish everything he said. As a matter of fact, 
we share some of Mr. Woodlock’s views and others we 
do not share. We publish his articles because they are 
interestingly written by a man competent to consider the 
problems about which he writes and whose motives we 
believe to be honest. Even the kind of men referred to 
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ought to understand that publication of things they call 
“pro railroad,” coming from the pen of others, does not 
make the publisher “pro railroad” any more than publi- 
‘ation of a communication from one of these critics 
would commit the publisher to the critic’s point of view. 
We venture to point out also that one may believe 
the railroads to be right in a certain matter and may be 
sympathetic with their position without being “pro rail- 
road” in the sense in which that term is sneeringly used 
by the persons we have in mind. We could, with much 
more justice, apply the term “pro shipper” or “anti rail- 
road” to some of these persons who never think the rail- 
roads are right and whose motives are perfectly clear. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 18 totaled 
757,555 cars, according to the car service division of the Amer- 
ican Railway Association. This was a decrease of 6,026 cars 
below the preceding week and a decrease of 170,716 cars below 
the corresponding week last year. It also was 322,413 cars 
under the same week two years ago. 

Revenue freight loading by districts the week ended July 
18 and for the corresponding period of 1930 was reported as 
follows: 


Eastern district: Grain and grain products, 8,084 and 9,046; live 


stock, 1,812 and 2,064; coal, 26,856 and 35,613; coke, 983 and 1,835; 
forest products, 2,560 and 3,826; ore, 3,031 and 5,760; merchandise, 
L. C. L., 58,884 and 63,488; miscellaneous, 67,284 and 84,010; total, 
1931, 169,494; 1930, 205,642; 1929, 242,197. 

Allegheny district: Grain and grain products, 4,125 and 5,445; 
live stock, 1,477 and 1,817; coal, 25,001 and 32,390; coke, 2,087 and 
4,628; forest products, 1,454 and 2,495; ore, 6,607 and 11,224; mer- 


chandise, L. C. L., 43,261 and 48,454; miscellaneous, 58,848 and 82,359; 


total, 1931, 142,860; 1930, 188,812; 1929, 221,576. 
Pocahontas district: Grain and grain products, 334 and 402; live 
stock, 204 and 277; coal, 32,499 and 36,954; coke, 196 and 281; for- 


est products, 807 and 1,305; ore, 298 and 350; merchandise, L. C. L., 


5,887 and 6,676; miscellaneous, 6,777 and 7,608; total, 1931, 47,002; 
1930, 53,853; 1929, 60,446. 
Southern district: Grain and grain products, 3,851 and 4,190; live 


stock, 1,164 and 1,521; coal, 14,129 and 17,669; coke, 352 and 396; for- 
est products, 8,621 and 12,791; ore, 663 and 913; merchandise, L. C. L., 
34,826 and 36,625; miscellaneous, 39,807 and 43,743; total, 1931, 103,413; 
1930, 117,848; 1929, 138,109. 

Northwestern district: Grain and grain products, 8,135 and 9,644; 
live stock, 6,473 and 6,471; coal, 3,637 and 4,774; coke, 744 and 1,165; 
forest products, 6,180 and 8,802; ore, 23,459 and 40,221; merchandise, 
L. C. L., 26,640 and 30,496; miscellaneous, 31,836 and 42,939; total, 
1931, 107,104; 1930, 144,512; 1929, 173,462. 

Central Western district: Grain and grain products, 26,715 and 
26,923; live stock, 6,935 and 7,904; coal, 4,493 and 6,177; coke, 118 
and 132; forest products, 5,018 and 7,182; ore, 2,446 and 2,934; mer- 
chandise, L. C. L., 29,302 and 32,480; miscellaneous, 48,319 and 59,202; 
total, 1931, 123,346; 1930, 142,934; 1929, 162,338. 

Southwestern district: Grain and grain products, 8,883 and 8,505; 


live stock, 1,645 and 2,297; coal, 2,529 and 3,228; coke, 68 and 93; 
forest products, 3,251 and 5,764; ore, 396 and 607; merchandise, 


L. C. L., 14,494 and 14,954; miscellaneous, 33,070 and 39,222; total, 1931, 
64,336; 1930, 74,670; 1929, 81,840. 

Total, all roads: Grain and grain products, 60,127 and 64,155; live 
stock, 19,710 and 22,351; coal, 109,144 and 136,805; coke, 4,548 and 8,530; 
forest products, 27,891 and 42,165; ore, 36,900 and 62,009; merchandise, 
L. C. L., 213,294 and 233,173; miscellaneous, 285,941 and 350,083; total, 
1931, 757,555; 1930, 928,271; 1929, 1,079,968. 


Loading of revenue freight in 1931 compared with the two 


previous years follows: 





1931 1930 1929 

Five weeks in January. .c..cccvves 3,490,542 4,246,552 4,518,609 
Four weeks in February.......... 2,835,680 3,506,899 3,797,183 
POur Weens in March. .....cccses 2,939,817 3,515,733 3,837,736 
Four weeks in Apfil..........cc0 2,9O0, 419 3,618,960 3,989,142 
Rive WEGHS 16 MAY. .5 0. cccccscves 3,736,477 4,593,449 5,182,402 
Pour Weeks im JUNE... ..cccesccce Sp teint se 3,718,983 4,291,881 
i, Sf a eer 667,879 792,053 911,148 
WO GE GES Tivecceisccversienee 763,581 915,985 1,066,414 
ROME OE WEED Beiis.ce chen nseesans 757,555 928,271 1,079,968 

Total 25,836,885 28,674,478 
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FREIGHT LOADING BAROMETER 


Because of “traffic diversion,’ revenue freight loading of 
the railroads is no longer an accurate indicator of the state of 
business, according to Dr. Julius Klein, Assistant Secretary of 
Commerce. In a radio address July 26 on “Surveying Business,” 
Dr. Klein had the following to say with respect to freight load- 
ing by the railroads as a barometer of business conditions: 


One of the more important business barometers which the Sur- 
vey, issued by the Department of Commerce, records shows the 
fluctuations in the total volume of freight traffic on railways. It tells 
how many carloads of freight have been put on the rails during given 
periods, with comparisons for similar periods during many preceding 
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During the last few months, this carloading barometer has 
shown a serious and maintained drop. If this particular business 
indicator were to be accepted alone, we should have to conclude 
that during the depth of depression last spring, the general business 
of _ country had declined more than 35 per cent from customary 
levels. 

Yet, serious as was our business decline, we can be pretty sure 
that we never went so far down as the reading of railroad traffic 
indicated. What has been going on is one of those shifts which I 
mentioned. New forms and types of transportation have been taking 
traffic away from the railroads, we find, rather, than that traffic has 
been disappearing. Motors on the highways, pipe lines under the 
earth for gas and oil, electric transmission circuits striding high on 
those steel towers, delivering energy to places which once consumed 
fuel—all play a part in the development. One inquiry that has been 
made indicates that there are now more than 600,000 motor trucks 
operating for hire in the United States. Assuming the average 
annual gross earnings of these trucks to be $4,000, the freight bill 
for truck movement in the United States amounts to over two bil- 
lion dollars a year. Compare that with the gross freight earnings 
of railroads last year—about four billions—and you can see why we 
are rather sure that the picture is one of traffic diversion rather 
—— aie destruction in this country when rail freights fall so 
sharply. 

Of course, this transfer of the freight carrying job is a mighty 
serious thing, especially for the distressed railways, which, after all, 
are still our major stand-bys when it comes to transportation. But, 
viewing this carloading decline as an indicator of the volume of the 
nation’s business as a whole, it is not quite so serious as would be a 
true fall in transport business, in general. 


DROUGHT AND HOPPER RELIEF 


The Traffic World Washington Bureau 


Railroads serving the drought stricken and grasshopper rid- 
den areas in South Dakota and Nebraska are giving the farmers 
in them relief by publishing reduced rates, state and interstate, 
on feed for animals. They are publishing those rates on one 
day’s notice under sixth section permits issued by the federal 
and state commissions. The interstate tariffs are published to 
expire on April 30, 1932. 

Rates on hay and straw are being published on the basis 
of one-half the regular charges and on other feeds on the basis 
of two-thirds of the usual impositions. A typical authorization 
issued by the federal body is permission No. 107237, issued to 
the Chicago, Milwaukee, St. Paul & Pacific, permitting that car- 
rier to establish rates from stations on its lines in Iowa, Mis- 
souri, Minnesota, Nebraska, South Dakota and Superior, Wis., 
to stations on its lines in South Dakota. The authority to 
establish rates between stations in South Dakota is intended to 
cover lines that pass into Iowa and then back into South Dakota. 

Shipments are to be made on certificates from county 
agents of the Department of Agriculture or from chairmen of 
the boards of county commissioners in the destination counties. 
They are authorized to issue certificates upon a showing that 
the feed is needed on account of the unusual conditions pro- 
duced by the drought and insect invasion. Tariffs of the Chi- 
cago & North Western, the Omaha, Northern Pacific and other 
lines in the afflicted areas are similar to those of the Milwaukee. 

The railroads have also made provisions for getting live 
stock to and from pastures such as they make nearly every 
year on account of local drought conditions. Rates of that 
character were authorized by the Commission before the rela- 
tively widespread drought and grasshopper conditions arose. 


years. 








FREIGHT COMMODITY STATISTICS 


Freight commodity statistics of Class I steam railroads for 
the first quarter of 1931 and 1930, compiled by the Bureau of 
Statistics of the Commission, for the country as a whole, follows: 


Tons of Revenue Freight Originated 


Decrease 

—First Quarter— 1931 un- 

Commodity Group 1931 1930 der 1930 
Products of agriculture ......... 22,582,270 23,777,273 1,195,003 
Animals and products........... 5,321,418 5,720,547 399,129 
Products of mines.......... . + +116,171,109 139,128,360 22,957,251 
ETOUUCES Of TOTOBIB. 6600600005000 12,857,526 20,958,685 8,101,159 
Manufactures and miscellaneous 51,220,740 69,160,129 17,939,389 
mm Ga ©. 2s, THOME. oo ci Scisccccs 5,836,050 7,573,061 1,737,011 
i) ee er 266,318,055 52,328,942 


Tons of Revenue Freight Carried 
Decrease 


—First Quarter— 1931 un- 


Commodity Group 1931 1930 der 1930 
Products of agriculture.......... 15,706,890 47,981,805 2,274,915 
Animals and products........... 9,505,591 10,099,106 593,515 
Products of mineS............+.+.++200,942,400 254,333,122 47,490,639 
Products Of 1orests. ... <6. .cccsecs 24,280,221 38,545,800 14,265,579 
Manufactures and miscellaneous 99,428,871 132,179,503 32,750,632 
We Ge ©. Be SOCEM icc ccccacocss 10,265,368 13,169,082 2,903,714 


erry rrr reer re 496,308,418 100,278,994 





TRAFFIC WORLD ON SALE 


Single copies of The Traffic World will be on sale in Wash- 
ington, D. C., during the 15 rate case hearings beginning August 
10, at the following places: Traffic Service Corporation, Mills 
Bldg., 17th and Pennsylvania avenue; Raleigh Hotel; Hotel 
Washington; Willard Hotel. 
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Current Topics in 
Washington 





Washington seems to have a strik- 
ing and new reminder of the efficiency 
of government in the management of 
business affairs. It is the Arlington me- 
morial bridge. That structure spans the 
Potomac between the Lincoln Memorial 
(a Greek temple of impure design) and Arlington, the home 
of Robert E. Lee, Confederate military chief and son of the 
man who said that Washington was first in war, first in peace, 
and first in the hearts of his countrymen. Not that it has 
much, if anything, to do with the matter, but the fact is that 
U. S. Grant, 3d, an army officer with the rank of colonel, has 
charge of the bridge as part of his duty of managing and keep- 
ing in order public buildings and grounds in the District of 
Columbia. 

For months, that bridge, as a bridge, has appeared to be 
practically complete. Its use, however, has been made impossi- 
ble by the fact that the approaches thereto have not been fin- 
ished. Grading for them is going on. The bridge and approaches 
are to be part of an elaborate beautification of the shores of 
the Potomac River. The bridge, however, is not to be a purely 
ornamental structure. It is to carry vehicular traffic. The 
structure cost about $14,750,000. Interest on that sum of money 
at around 4 per cent, at which rate the government has _ bor- 
rowed money for long periods, is $590,000 a year. 

Interest is running at the rate of nearly $50,000 a month. 
Even if there has been no dawdling in construction, the fact 
that the bridge, as a bridge, has been usable for several months, 
suggests that there has been poor planning. A cardinal rule 
of real engineering is that all parts of a big project shall be 
completed at practically the same time; that money shall 
not be spent for a part that could be completed in a short 
time until greater time-consuming parts have been brought to 
a point where all parts will be finished at the same time. Even 
a good negro cook, whose ancestors were savages four genera- 
tions back, knows that the toast, eggs, and bacon must all be 
completed at the same time if the breakfast is to be fit to eat. 

It is a flimsy excuse for an engineer to say he found quick- 
sand. This bridge was not an emergency piece of work. Bor- 
ings to show exactly what would be encountered did not have 
to be omitted for lack of time. A railroad executive or engineer 
who did not coordinate his work better than that on this 
memorial bridge seems to have been coordinated would be 
hunting a job now. Not so in government service. At least, 
if someone has been dismissed on account of this botched job 
no one has made any such announcement about it as the fact 
would warrant. 


The fact that the bascule part of the bridge has appeared 
to be ready for use for at least six months alone suggests lack 
of good planning. 

Perhaps because this is a memorial bridge—something to 
be looked at rather than to serve as a thing of utility—it is not 
subject to the rule for getting a good breakfast on the table. 
Perhaps it is of no moment that interest is running at the rate 
of $50,000 a month on a structure that could be used were the 
approaches built and the roadway on the bridge paved. 


Fine Monument 
to Government 


Business Efficiency 


News coming to Washington is to the 
effect that at least one national association 
of business houses has come to the conclusion 
that discrimination between shippers in the 
rates of trucks is just as damaging as dis- 
crimination in rates by railroads. Therefore, 
that association is inquiring as to what it may do to help the 
railroads in obtaining regulation of trucks to the end that the 
motor freight vehicle will deal with its customers on the same 
rate basis. 

Grocers are said to have found that they should never have 
welcomed the truck because it does not abide by the rates it 
quotes in all circumstances and under all conditions, as rail- 
roads are required to do. 

Things are said to have been rosy until the man who got 
five per cent off the rates discovered that his competitor was get- 
ting a discount of ten per cent. Both became unhappy and 
frightfully suspicious when they found they had been trying to 


Discrimination 
by Trucks Is 
Also Hurtful 
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compete with a third man in their line of business who got 15 
per cent off. 

Now the inclination in national associations is represented 
as being toward some method for making it reasonably certain 
that the trucks, whether common carrier or contract, give all 
shippers the same rates for the same service. 

Still another variable factor in the business is the “return 
load” rate. It was testified in the Commission’s motor vehicle 
inquiry that trucks that had hauled merchandise, say, from 
Detroit to Chicago, took return loads for as little as $10. In 
one instance, the truckman carried a return load for the price 
of one tire so as to get his truck back home. “Return load” 
merchandise hurts other patrons of trucks on which the retailer 
has paid practically nothing for freight. He can “run” the 
goods he has received with practically no cost for freight as 
a “leader” to get patrons to his establishment, by cutting the 
price by as much as he has saved in freight. Therefore, whole- 
salers and retailers who thought the truck was a fine thing 
when it first cut under railroad freight rates are wondering if 
there is not a good deal in the saying that free goods are the 
dearest. 


A disgraceful announcement was put out by 


Reason the government when Acting Secretary of the 
for Tears Treasury Mills said he had received tenders for 

$50,000,000 of 91-day treasury bills, dated July 
of Shame 27 and maturing October 26 The Treasury asked 


for tenders for that amount of money. It received 
tenders totaling $179,310,000. The highest bid was 99.9, equiv- 
alent to an interest rate of four-tenths of one per cent per 
annum. The lowest bid accepted was 99.868, equal to about 52 
hundredths of one per cent per annum. The Treasury accepted 
bids for $51,806,000. 

Such an announcement is disgraceful because it means that 
there are Americans having possession, either actual or poten- 
tial, of nearly $180,000,000 who have so little faith in American 
business that they are willing to lend it, for three months at the 
rate of about one-half per cent by the year, instead of putting it 
at production work. 

It is such a state of affairs that lends en couragement to 
the advocates of government ownership and operation. They 
argue that, if the government can borrow money at less than 
one per cent for three months, it can early borrow money for 
long periods for two or three per cent. Their next move is 
to say that the government should, therefore, step in and be- 
come the fairy godmother to do everything for us. 

As propositions in logic, the argument may be all right. 
Senator Brookhart seems to argue that, because the market 
quotations of railroad stocks and bonds, on given days or peri- 
ods, are low, the railroads are not worth any more than the 
sum of those quotations applied to the whole capitalization of 
the railroads. But anyone who knows anything about any sort 
of a market knows that no one, even if he had the United 
States Treasury at his command, could buy even a controlling 
share in such stocks and bonds. If anyone undertook such an 
operation, in absolute secrecy, he could not buy even the rela- 
tively small amounts that are knocking about on the markets 
seeking purchases. No one could buy all the wheat in the 
country at the prices that have been prevailing. The fact would 
become known that somebody wanted railroad securities and 
prices would begin sky-rocketing. People are that way. The 
same would be the fact about wheat. However, the government 
ownership and operation advocates, seemingly, know little about 
human nature. Perhaps someone might intimate that that is 
why they are government ownership advocates. 





Americans pride themselves on _ their 
ability to reduce the unit cost of production 
of things for their enjoyment and well-be- 
ing. The automobile salesman is able to 
show you that you are getting much more 
for your dollar now than even five years ago. 

But, when it comes to the unit cost of government, the 
story seems to be of a contrary character. The Bureau of the 
Census has just put out a compilation of the statistics of cities 
having a population of 30,000 or greater. The figures relate 
to the fiscal year ending January 31, 1930, or the fiscal period 
closing prior thereto. There are 250 such cities, having prop- 
erty, assessed for taxation, valued at $80,402,335,256, or a per 
capita of $1,814.18. 

Levies for all purposes in the period under consideration 
amounted to $2,492,866,040, or an average for each person of 
$56.25, or considerably more than $200 a year for the average 
family, the general property tax being $43.45. 

While those figures are interesting, they do not compare in 
interest, it is believed, with the contrasts afforded by the bul- 
letin containing the statistics. For instance, the per capita cost 
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for operation and maintenance of the city governments ran up 
from $14.88 a head in 1905 to $48.88 in 1929. The per capita 
of funded or fixed debt ran up from $50.94 in 1905 to $144.33 
and the interest payments from $2.36 to $9.97. 

It may be that the city governments have improved so much 
in the last quarter of a century that the increased costs indicate 
an increase in comfort and well-being resulting from the gov- 
ernments housed in the 250 city halls. And then, again, per- 
haps not. 


A coroner’s jury in a Maryland town 
near Washington seems to have found 
a new use for the saying that “dead men 
tell no tales.” It has found that two 
dead enginemen of the Baltimore and 
Ohio were to blame in a collision be- 
tween their engine and a stalled automobile. The gasoline in 
the tank caught fire. The enginemen, covered with blazing 
fluid, jumped from their engine, struck poles, and were killed. 

The jury found them culpable because they did not have 
their train under such control that they could stop it in the 
half mile they had to run after seeing the automobile. But 
officers of the railroad have defended the memory of the men. 
They have brought out the fact that the bells were jangling at 
that crossing, that a wigwag was operating, and that the gates 
were being lowered when the woman who was driving the ma- 
chine tried to beat the train. 

An excuse for the verdict of the jury is found in the fact 
that the town, for years, has been trying to have the grade 
crossing eliminated and the jurymen were supposed to be in 
sympathy with the agitation. Another fact brought out was 
that the enginemen applied their air brakes within fifteen sec- 
onds of the time they came in sight of the automobile. The 
train was running at the rate of about 74 miles an hour. 

Enginemen have a hard time with smart Aleck motorists 
who run alongside their trains as if the former were trying 
to beat the locomotive to the crossing. There are many such 
roads near Washington. When a motorist waves to an engine- 
man to keep going, there is always a grateful acknowledgment 
from the cab of the engine. But courteous motorists are not 
always the ones on roads parallel to the railway tracks.—A. E. H. 


I. C. C. REPARATION POWER 


The United States Circuit Court of Appeals, for the fifth 
circuit, sitting at New Orleans, La., in Eagle Cotton Oil Co. vs. 
Southern, has reversed the judgment of the federal district court 
at Meridian, Miss., on the facts and left undecided the question 
of law which is as to whether the Commission has the power to 
award reparation in the event it finds unreasonable a rate there- 
tofore prescribed by it. (See Traffic World, September 27, 
1930, p. 745.) The question arose out of a decision made by the 
Commission in Eagle Cotton Oil Co. vs. Southern et al., 140 
I. C. C. 131, and 146 I. C. C. 687, as to rates on coal from Alabama 
mines to Meridian, Miss. 

Judge Bryan, pronouncing the judgment of the court, re- 
versed the action of the trial court on the ground that the rate 
in question was not a Commission-made rate and that it was not 
necessary for the court to pass upon the law question presented. 
The lower court held that it was a Commission-made rate and 
that in such a case the Commission had not the power to award 
reparation. The railroad contended that the rate it had estab- 
lished was compelled by the decision of the Commission in a 
case involving rates on coal to Meridian. An award of repara- 
tion amounting to about $12,000 was made. The Commission’s 
decision which it was contended forced the railroad to estab- 
lish the rate afterward condemned by the Commission in the 
Commission case cited, was made prior to the federal control 
period in which period the Director-General dealt with not only 
this particular rate but with all rates. 

No decision has been made, so far as known, by either 
party to the controversy, as to further proceedings in the mat- 
ter. It is supposed that the plaintiff could go back to the lower 
court with the decision of the appellate court and ask for judg- 
ment on the ground that the appellate court having found that 
the rate was not a Commission-made rate, it was the duty of 
the trial court to pass upon the matter as an ordinary suit for 
collection of money found to be due it from the railroad. It 
was also supposed that the railroad could ask for a writ of 
certiorari to bring the matter to the Supreme Court of the 
United States for review. 

Judge Hutcheson dissented in this case on the theory that 
the Commission had the power to award reparation in circum- 
stances such as were disclosed in this case. 

This reversal of the Eagle Cotton Oil case leaves the judg- 
ment of the Circuit Court of Appeals for the ninth circuit in 
Atchison, Topeka & Santa Fe, Bay Transport Co. and Southern 
Pacific vs. Arizona Grocery Co. and the case joined with it (see 
Traffic World, April 4, 1931, p. 840) probably the most out- 


Dead Men Tell No 
Tales and Cannot 
Defend Themselves 





The Traffic World 





Vol. XLVIII, No. 5 





standing, if not the only superior court judgment on the subject 
of the Commission’s power to make reparation in the event of 
the condemnation of a Commission-made rate. That case is at 
the door of the Supreme Court of the United States on an ap- 
plication for a writ of certiorari. The court in the ninth circuit 
reversed the judgment of the lower court which had been in 
favor of the contention that the Commission had power to 
award reparation when it condemned a rate as unreasonable 
which theretofore it had prescribed. (See Traffic World, Jan- 
uary 17, 1931, p. 151.) 


STOCKYARDS CHARGES 


Renick W. Dunlap, acting Secretary of Agriculture, has an- 
nounced an order which, it is estimated, ‘will save to the ship- 
pers of livestock who market their products at Denver, Colo., 
approximately $100,000 a year.” The order provides that the 
new yardage rates shall become effective in 45 days. In a state- 
ment explaining the order, the department said: 


With respect to livestock received at the stockyards by rail, the 
order reduces the present rates from 35 cents to 28 cents per head 
in the case of cattle, from 25 cents to 18 cents for calves, from 12 
cents to 10 cents for hogs, and from 8 cents to 6% cents for sheep. 
Reductions in the same amounts are made with respect to the pres- 
ent rates on livestock received at the stockyards by vehicle, such as 
trucks, or on foot, except that the rate on calves is reduced 6 cents 
instead of 7 cents. The new rates for such receipts are 33 cents for 
cattle, 21 cents for calves, 12 cents for hogs and 8% cents for sheep. 

It is found further that the stockyards company has been yarding 
the livestock of the so-called dealers or traders without making any 
charges therefore. The order expresses the opinion that the stockyards 
company should not recoup from shippers the expense of this free 
service. Therefore, the reduced rates prescribed in the order are 
based upon the principle that the stockyards company should either 
charge the traders a fair rate for this service or bear it itself, with- 
out passing it on to those who ship livestock to the market. 

The new rates to be charged to the dealers or traders, in lieu of 
the free services heretofore reendered, are 14 cents per head for 
cattle, 9 cents for calves, 5 cents for hogs and 3 cents for sheep and 
goats. The existing rates as to horses and mules are not changed, 
except that a rate of 17% cents per head for horses and mules han- 
dled by dealers or traders is prescribed. Charges for corn, hay, oats 
bedding, etc., are reduced materially. 

The order results from a hearing by the Secretary in February, 
1930, to inquire into the. reasonableness of the rates and_charges 
made by the Denver Union Stockyards Company of Denver, Colorado, 
for the services it rendered to those who market their livestock there. 
The proceeding is known formally as Bureau of Animal Industry 
Docket No. 301, the Secretary of Agriculture vs. the Denver Union 
Stockyards Company, Respondent. 

The order, which covers about 70 typewritten pages, analyzes in 
detail operating conditions at the Denver livestock market during the 
year 1929, which was taken as the fair test year. It was found that 
the stockyards company uses, in rendering services to the public, 
property of the approximate value of $3,393,563; that 74% per cent 
thereof, amounting to $254,517, constitutes a fair return to the owners 
of the property; that its reasonable expenses for rate-making pur- 
poses were approximately $678,939; that its total operating revenues 
for rate-making purposes in the fair test year were approximately 
$995,432; and that its present rates and charges yield a net operating 
income of $316,493, which is $61,976 in excess of the reasonable net 
operating income, or fair return to owners, of $254,517. 


NEW LEGAL RATE RULE 


The Commission has taken cognizance of the principle laid 
down by the courts in the International Milling Company case 
in respect to the interpretation of tariffs in which conflicting 
rates between the same points over the same route appear. (See 
Traffic World, July 11, p. 61.) Where there is a conflict in the 
same tariff the lower rate is the legal one. In respect to con- 
flicting rates in different tariffs the Commission has made the 
following announcement: 


The Commission has heretofore held, that where a rate between 
two points has been established it becomes the legal rate until prop- 
erly canceled and, that where a different rate of like kind between 
the same two points via the same route is filed in another tariff 
without cancellation of the original rate between such points, such 
later rate does not become effective. 

In the light of the decision of the District Court in the case of 
Chicago, Indianapolis & Louisville Ry. Co. vs. International Milling 
Co., 33 Federal (2nd Edition) 636, which decision was upheld by the 
Circuit Court of Appeals in 43 Federal (2nd Edition) 93, and as to 
which the Supreme Court of the United States refused to issue a writ 
of certiorari, the Commission having before it informally a similar 
tariff situation ruled, on July 13, 1931, that the lowest charge resulting 
from the application of either of the two rates is the applicable charge 
to be made on shipments moving during the life of the two rates. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period July 
8-14, inclusive, was 571,410 cars, as compared with 579,209 cars 
the preceding period, according to the car service division of the 
American Railway Association. The surplus was made up as 
follows: 


Box, 235,824; ventilated box, 2,485; auto and furniture, 41,858; 
total box, 280,667; flat, 20,822; gondola, 123,325; hopper, 95,843; total 
coal, 222,678; coke, 1,221; S. D. stock, 24,874; D. D. stock, 4,398; 
refrigerator, 14,306; tank, 681; miscellaneous, 1,763. The total box 
and coal figures include cars not classified. 


Canadian roads reported a surplus of 41,950 cars, made up 
of 35,700 box, 2,450 auto and furniture, 300 flat, 300 coal, 950 S. D. 
stock, 1,650 refrigerator and 600 miscellaneous cars. 
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DELMAR RULE ON OIL 


Applying the rule laid down by the Supreme Court of the 
United States, in Great Northern Railway Co. vs. Delmar Co., 
decided May 25, 1931, the Commission, in No. 22662, Dale Oil & 
Refining Co. vs. C. G. W. et al., on reconsideration, has re- 
versed the finding in the original report, 169 I. C. C. 505. That 
finding was that the rate charged on fuel oil from Electra, Tex., 
to Milwaukee, Wis., reconsigned to Indiana Harbor, Ind., was 
inapplicable. Reparation was awarded. A combination of 44 
cents was collected. The Commission, however, found that a 
joint through rate of 31 cents from the point of origin to Chi- 
cago, which was unrestricted as to routing beyond Kansas City, 
Mo., was applicable. 

In making that original decision the Commission was follow- 
ing prior decisions wherein it had found that, in the absence 
of specific routing restrictions in the tariff in connection with 
the rates therein, such rates were applicable over all routes 
which were not unreasonably circuitous The majority of the 
division, therefore, found that the joint through rate to Chicago 
applied over the longer route through Milwaukee. 


That construction, however, said the Commission in this 
report on reconsideration, would occasion a violation of the 
long-and-short-haul provision of the fourth section in view of 
the rate of 33.5 cents applying to Milwaukee, an intermediate 
point on the route to Chicago. Under a substantially similar 
state of facts, said the report, the Supreme Court, in the case 
mentioned, held that the tariff should have been construed so 
that the through rate to final destination would not apply over 
the longer route if to do so would occasion a fourth section 
violation. In view of that decision, the Commission said that 
it found that the joint through rate to Chicago did not apply 
through Milwaukee and that the rate charged was applicable. 
Therefore it reversed the previous finding and dismissed the 
complaint. 


LOUISIANA GLASS RATES 


The Commission, by division 8, in No. 23606, Memphis 
Freight Bureau, for Binswanger & Co., et al. vs. L. R. & N. 
et al., has found unduly prejudicial the rates on window glass 
from Shreveport, La., to New Orleans and Baton Rouge and 
certain Mississippi points, the undue prejudice being against 
Memphis, Tenn. The rates from Shreveport to Memphis were 
found not unreasonable. The Commission, however, said that 
the maintenance by the railroads of contemporaneous rates of a 
lower level on like interstate traffic from Shreveport to New 
Orleans and Baton Rouge and intermediate Mississippi points 
and on like intrastate traffic from Shreveport to New Orleans 
and Baton Rouge was unduly prejudicial to Memphis and unduly 
preferential of New Orleans, Baton Rouge and intermediate 
Mississippi points. 

The order of the Commission required the carriers to re- 
move the undue prejudice not later than October 26. The car- 
riers maintained a rate of 32 cents on a 60,000-pound minimum 
and 38.5 cents on a 40,000 minimum from Shreveport to Mem- 
phis. At the same time they maintained a rate of 18.5 cents 
on a 36,000-pound minimum to New Orleans and Baton Rouge, 
which was applied at intermediate points over interstate routes. 
On the rates from Shreveport to Memphis the carriers derived 
a revenue of $192 a car on the 32-cent rate and $154 on the 38.5- 
cent rate. The revenue on each car to the other points was 
$66.60. The carriers contended that the rates to Memphis were 
not unreasonable and the Commission so found. They said that 
the 18.5-cent rate from Shreveport to New Orleans was estab- 
lished because of competition at New Orleans between domestic 
and imported window glass. 


MONTANA OIL RATES 


Settlement of the troubles about rates on petroleum and 
is products within Montana and from points in Wyoming to 
destinations in Montana has been made in so far as the state 
and federal regulating bodies are concerned. The federal Com- 
mission, in a report written by Commissioner Porter in No. 
23640, rates on petroleum and petroleum products within the 
state of Montana, has found the rates from Cody, Greybull, Cas- 
per and Glenrock, Wyo., to Montana destinations not unrea- 
sonable in the past but unreasonable for the future to the 








extent they may exceed a scale set forth in an appendix to 
the report. 

This report also embraces No. 23658, White Eagle Oil Cor- 
poration vs. B. A. & P. et al., and two sub-numbers, the Texas 
Co. vs. Same, and Midwest Refining Co. et al. vs. Same. 

A further finding by the federal body is that the Montana 
intrastate rates, except on crude petroleum, are unduly pref- 
erential of shippers in intrastate commerce, unduly prejudicial 
to shippers in interstate commerce and unjustly discriminatory 
against interstate commerce to the extent they may exceed 
rates made in accordance with the scale hereinbefore men- 
tioned. 

The Montana intrastate rates on crude petroleum were 
found not to result in undue preference or prejudice, or in un- 
just discrimination against interstate commerce, mainly because 
the movement, intrastate, is small and because the carriers 
voluntarily maintain a rate on crude from Cody, Wyo., to Bil- 
lings, Mont., that is only 48 per cent of the rate on refined 
products. In instances where the federal body has made a 
difference in rates on the refined and crude, 80 per cent of the 
rates on refined products is the basis for making rates on crude 
and low-grade products of refining. The Montana intrastate 
crude basis is 75 per cent of the rates on refined products. 

Settlement of the controversy, incidents in which are two 
to three trips to the Supreme Court of the United States, about 
the intrastate rates is assured because, according to an an- 
nouncement in the Porter report, the Montana Board of Railroad 
Commissioners promulgated a report in a proceeding before it 
similar to the one made by the federal body, establishing rates 
within Montana in accordance with the scale prescribed in the 
Porter report. 

Interstate rates in accordance with the scale are to be 
made effective not later than October 30. It was the under- 
standing at the Commission that the Montana board’s order 
would be effective at the same time. Technically the federal 
body left the removal of the undue prejudice, preference and 
unjust discrmination caused by the Montana rates to the Mon- 
tana body. The Montana board, when the federal board insti- 
tuted the inquiry into its rates, reopened the case in which, in 
1928, it had prescribed the rates which caused the inquiry. 
— it prepared itself to act concurrently with the federal 

ody. 

Complaints about the quality of the interstate rates from 
Wyoming into Montana were made in the cases joined with the 
Commission-instituted case and hereinbefore set forth because 
they were joined with the inquiry into the state-made rates. 

The scale prescribed by the Commission brings up the 
state rates in Montana about 10 per cent. It lowers the inter- 
state rates from Wyoming into Montana more than that, per- 
haps 12.5 per cent. Both figures are unofficial estimates as to 
the effect of the scale. 


The scale begins with a rate of 12 cents for the initial 
10-mile block, becomes 19 cents at 50 miles, 26 cents at 100 
miles, 36 cents at 200 miles, 42 cents at 300 miles, 48 cents 
at 400 miles, 54 cents at 500 miles, 60 cents at 600 miles, 66 
cents at 700 miles, 72 cents at 800 miles and runs out at 900 
miles with a rate of 78 cents. 

The orders in the formal complaint cases require the car- 
riers to establish rates in accordance with the scale and to 
make interstate rates on low-grade petroleum products, ex- 
cluding crude petroleum and liquid asphalt, on the basis of 
80 per cent of the rates on refined, interstate rates on such 
low-grade products having been found unreasonable. 

The formal complainants and intervening shippers con- 
tended that the Montana board rates were maximum reasonable 
rates, both state and interstate traffic. In support of their 
allegation that the rates from Wyoming into Montana were un- 
reasonable, Mr. Porter said, they relied upon the Commission’s 
decisions in Utah State Automobile Association vs. A. T. & S. F., 
66 I. C. C. 8, and 92 I. C. C. 376, Midcontinent Oil Rates, 1925, 
139 I. C. C. 605, and Rates on Petroleum Products, 167 I. C. C. 
131, more familiarly known as the Rio Grande case, because 
in it the Commission prescribed rates for use on the Denver 
& Rio Grande Western. In those cases the Commission pre- 
scribed what the railroads have claimed to be low levels of 
rates. The level of the rates prescribed in this case is believed 
to be considerably higher than the level of the rates prescribed, 
particularly in the Midcontinent case, in which the Commission 
prescribed rates from Wyoming and Montana to destinations in 
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South Dakota. 
tinent to the Montana situation, were relationship cases more 


than they were cases of reasonableness. 


HOCH-SMITH SAND AND GRAVEL 


The Commission, in No. 17000, part 11-A, Hoch-Smith rates 
on sand, gravel and crushed stone, from and to points in Kan- 
sas and Missouri, has extended into the states mentioned the 
sand and gravel scale prevailing in the southwest. Rates in 
conformity with that scale are to be made effective not later 
than October 15. This report also embraces No. 17000, another 
Hoch-Smith proceeding, on further hearing, as to the rates on 
silica sand. A scale has also been provided in that case to be 
used in making rates on silica sand. 

The report, written by Commissioner Lewis, is summarized 
into nine propositions, each pertaining to some phase of the 
subject. A general statement in respect of the nine proposi- 
tions is that the southwestern scale is extended into Kansas 
and the whole of Missouri. The northern part of that state is 
outside of the southwestern territory. 

The fact that the scale was extended and the further fact 
that it is a relatively low scale caused Commissioners Eastman 
and Porter to point out the danger, as it seemed to them, of 
causing that scale, to extend throughout western trunk line, 
central territory, and southern territory. 

The Missouri commission was influential in bringing into 
the case the question as to what should be done with rates 
in Kansas and Missouri and between those states. 

In No. 17000, part 11, sand, gravel, crushed stone, and shells, 
155 I. C. C. 247, the Commission prescribed a basis of maximum 
reasonable single-line and joint-line interstate rates on the com- 
modities mentioned in the title for application in straight or 
mixed carloads, between points in Arkansas Oklahoma, Texas 
and Louisiana west of the Mississippi River, but including 
crossings on the east bank of the river between New Orleans, 
La., to Memphis, Tenn., both inclusive. That proceeding was 
conducted cooperatively and resulted in the creation of the 
scale which has been referred to as the southwestern revision 
scale. Due to the meager evidence in that proceeding dealing 
with rates on silica sand it was held open for further hearing 
respecting rates on that commodity. Such further hearing was 
had in conjunction with those in the title proceedings, No. 
17000, part 11-A. 

Commissioner Lewis said that proceedings involving intra- 
state rates on all of this traffic were pending before the state 
commissions of Kansas and Missouri, and as to silica sand 
before the Oklahoma, Texas and Arkansas commissions. They 
were all heard jointly, Mr. Lewis said, in conjunction with these 
proceedings. The Louisiana commission, on account of other 
business, Mr. Lewis said, was unable to participate in the co- 
operative hearings. 

The Commission found as to the general level of rates that 
the interstate rates maintained by the respondents in No. 17000, 
part 11-A, in straight or mixed carloads between points in Mis- 
souri, between points in Kansas, between points in Missouri 
and Kansas, and between points in Missouri and Kansas, on 
the one hand, and points in Oklahoma and Arkansas, on the 
other hand, were, and for the future would be, unreasonable to 
the extent that they exceed, or may exceed, the rates set forth 
in appendix 2 (not herein reproduced but summarized) except 
as otherwise provided by subsequent findings. 

A further finding was that the interstate rates on silica 
sand, in box cars, maintained by the respondents in No. 17000, 
part 11-A, between points in Missouri, between points in Kan- 
sas, between points in Missouri and Kansas, and between points 
in Missouri and Kansas, on the one hand, and points in Okla- 
homa and Arkansas, on the other, and the interstate rates main- 
tained on the same commodity, in box cars, by respondents in 
No. 17000, part 11, as between points in Arkansas, Oklahoma, 
Texas, and western Louisiana, were, and for the future would 
be, unreasonable to the extent they exceed, or may exceed, the 
rates set forth in appendix 3 (not herein reproduced but sum- 
marized). 

A third finding is that the interstate rates maintained in 
No. 17000, part 11, on silica sand, in open-top cars, between 
points in Arkansas, Oklahoma, Texas and western Louisiana, 
are, and for the future will be, unreasonable to the extent that 
they exceed, or may exceed, the rates prescribed in the appendix 
2 scale. 

A fourth finding is that the interstate rates maintained by 
the carriers in No. 17000, part 11, on silica sand, between points 
in Arkansas, Oklahoma, Texas and western Louisiana, on the 
one hand, and Memphis, Tenn., Vicksburg and Natchez, Miss., 
and Angola, Baton Rouge, Harahan, and New Orleans, La., on 
the other, are, and for the future will be, unreasonable to the 
extent they exceed, or may exceed, the following basis: In box 





The Traffic World 


The other cases, however, in the phases per- 








Vol. XLVIII, No. 5 





cars, the rates set forth in appendix 3, plus 7 cents a net ton 


when to or from Memphis, and plus 9 cents a net ton when to. 


or from the other named east-bank Mississippi River crossings; 
in open-top cars, the rates set forth in appendix 2, plus 6 cents 
a net ton when to or from Memphis, and plus 8 cents a net ton 
when to or from the other named east-bank crossings. 

The fifth finding is that the interstate rates covered by No. 
17000, part 11-A, on crushed stone, gravel and sand, in straight 
or mixed carloads, from all points within Missouri and Kansas, 
located within a distance by air line of 15 miles from the pas- 
senger station of the Kansas City Terminal Railway Co. at 
Kansas City, Mo., to industrial and team track deliveries within 
the Kansas City, Mo.-Kan., switching district, are, and for the 
future will be, unreasonable to the extent they exceed, or may 
exceed, a rate of 55 cents a net ton. 

The sixth finding is that the interstate rates maintained by 
the carriers in No. 17000, part 11-A, on crushed stone, gravel 
and sand, in straight or mixed carloads, from the same points 
as defined in the fifth finding to destinations in Kansas and 
Missouri other than those within the Kansas City switching 
district and to destinations in Oklahoma and Arkansas, are, and 
for the future will be, unreasonable to the extent they exceed, 
or may exceed, the rates established from Kansas City, Mo.-Kan., 
on the same commodities to the same destinations through the 
application of the scale set forth in appendix 2. 

In dealing with rates from points within and adjacent to the 
Tulsa, Okla., switching district, also from Sand Springs, Okla., 
to points in Missouri and Kansas, the Commission made its 
seventh finding to the effect that the rates maintained by the 
respondents in No. 17000, part 11-A, on sand, from Kengle, Price, 
wray, Shirk and Joe Station, Okla., also on crushed stone, from 
Price, Gray, Weertz and Garnett, Okla., to destinations in Kan- 
sas and Missouri, are, and for the future will be, unreasonable 
to the extent that they exceed, or may exceed, the rates from 
Tulsa, on sand and crushed stone to the same destinations 
through the application of the scale set forth in appendix 2. 

The eighth finding is that the minimum weight shall be 90 
per cent of the marked capacity of the car, except that when 
the car is loaded to full visible capacity the actual weight shall 
govern. 

The ninth finding is the one laying the rule for determining 
whether hauls are single line or joint line for the purpose of 
applying the scale of appendix 2. The rule is that where the 
carriers are under common control or management they shall 
be deemed single-line haul; otherwise, joint lines. The finding 
also contains the rule for computing distances without transfer 
of lading. In computing distances for the application of the 
rates in appendix 3 the findings said the shortest routes shall 
be used over which carload traffic can be moved without trans- 
fer of lading. 

Such carriers as might desire fourth section relief, the 
Commission said, should at the proper time file appropriate 
applications for such relief. 

As to intrastate rates, the Commission said the basis of 
rates approved for interstate application were likewise being 
approved by the Missouri and Kansas commissions, respectively, 
for intrastate application within each of those states. Likewise 
the Arkansas, Oklahoma and Texas commissions were, respec- 
tively, approving for intrastate application within those states 
the interstate basis of rates prescribed herein on silica sand. 

Commissioner Eastman, concurring in part, said that he 
preferred the scale prescribed in McGrath Sand and Gravel Co. 
vs. A. T. & S. F., 165 I. C. C. 454, to the one which the Com- 
mission prescribed in this case. He said that it was now pro- 
posed to apply the southwestern scales within all of Missouri, 
including the northern half. If that was done, he said, it seemed 
unlikely that the scales prescribed in the McGrath scales from 
the Missouri points into Iowa could stand up, for there was no 
reason why rates should be higher there than in the territory 
immediately to the south. 

“And, once the movement is started,’ said Mr. Eastman, 
“the southwestern scales seemed destined to spread throughout 
western trunk line territory, over into Illinois, and then through- 
out central territory. This, I believe, would be unfortunate.” 

He said if the extension of the McGrath scale should cause 
indefensible inconsistencies in comparison with the southwest- 
ern scales, it was the latter which should be corrected. 

Commissioner Porter, dissenting, said that the description 
of the rate situation contained in this report as applied on sand, 
gravel and crushed stone throughout the country was convinc- 
ing to him that the rates prescribed in Sand, Gravel, Crushed 
Stone, and Shells, 155 I. C. C. 247, for application in the south- 
west, were “far below maximum reasonable rates.” 

“All things considered,” said Mr. Porter, “itis the lowest 
scale of its kind prescribed by us anywhere in the country. 
Its single-line rates average only 6.55 per cent of the south- 
western first class rates, and the average of both the single- 
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line and joint-line rates is only 7.07 per cent. The majority 
are here extending this low scale of rates into two more states 
for both intrastate and interstate application, which further 
aggravates an already bad situation. The rates are even lower 
than many of the intrastate rates which have heretofore pre- 
vailed in those states. 

“After we have extended this scale of rates as is here done, 
it logically follows that we must eventually prescribe the same 
or an even lower scale throughout western trunk line, official 
and southern territories, thus replacing in those lower-rated 
territories rates on these commodities which are now actually 
or relatively higher, and many of which have been prescribed 
by us.” 

The appendix scale 2 for single-line haul begins with 50 
cents a ton for the initial block of 10 miles or under, goes to 
74 cents for 50 miles and over 40; becomes 100 cents at 100 
miles; 150 cents at 200 miles; 190 cents for the block between 
290 and 320 miles; 220 cents for the block between 380 and 
410 miles; 250 cents at 500 miles; 290 cents for the block be- 
tween 590 and 620 miles; 320 cents for the block between 680 
and 710 miles; and runs out with a rate of 350 cents for the 
block between 770 and 800 miles. The joint-line scale begins 
with 65 cents for the initial block; becomes 89 cents at 50 
miles; 115 cents at 100 miles; 160 cents at 200 miles; 200 cents 
for the block between 290 and 320 miles; 225 cents for the 
block between 380 and 410 miles; becomes 250 cents at 500 
miles; 290 cents for the block between 590 and 620 miles; 320 
cents for the block between 680 and 710 miles, and runs out 
with a rate of 350 cents for the block between 770 and 800 miles. 

The scale in appendix 3 for application on silica sand, in 
box cars, applies to both single and joint line hauls. It begins 
with a rate of 64 cents a ton for the initial block of 10 miles 
and under; becomes 96 cents at 50 miles; 130 cents at 100 
miles; 183 cents at 200 miles; 230 cents for the block between 
290 and 320 miles; 263 cents for the block betWeen 380 and 
410 miles; becomes 292 cents at 500 miles; 324 cents for the 
block between 590 and 620 miles; 348 cents for the block 
between 680 and 710 miles; 372 cents for the block between 770 
and 800 miles; becomes 395 cents for 900 miles, and runs out 
with a rate of 415 cents for 1,000 miles. 


RATES ON LIVESTOCK 


The Commission, in No. 19089, Live Stock Traffic Associa- 
tion et al. vs. A. & S. et al., in a report written by Commissioner 
Porter, has found unreasonable the rates on cattle, calves, sheep 
and goats from Fort Worth, Tex., to Cincinnati, O., and to des- 
tinations in that part of Kentucky west of the C. N. O. & T. P., 
between Cincinnati and Stearns, Ky., and prescribed new ones, 
effective not later than October 27. 

Typical rates are 59 cents to Mayfield; 61 cents to Paducah; 
63 cents to Auburn; 65 cents to Henderson; 67 cents to Leb- 
anon Juncton; 69 cents to Louisville, and 71 cents to Lexington 
and Cincinnati. 

The minimum rate on sheep and goats in double-deck cars 
is found unreasonable and reduced to 20,000 pounds. Rates 
assailed to destinations in Indiana and Ohio, except Cincinnati, 
the Commission said, had not been shown to be unreasonable. 
Rates on calves and sheep and goats, in double-deck cars, were 
made 115 per cent of the cattle rate and in single-deck cars, 
125 per cent of those basic rates. 





COMMISSION REPORTS 


Cracked Petroleum Residuum 


No. 23108, Allied Oil Co., Inc., vs. A. C. & Y. et al., opinion 
No. 16708, 173 I. C. C. 363-5. (Corrected Report.) By division 3. 
Dismissed. Rates, cracked petroleum residuum, tank-cars, Leach 
and Pryse, Ky., to destinations in official territory, and from 
and to certain points in official territory, not unreasonable. In 
the report as first given out the head note said some of the rates 
were found unreasonable for the future but that no order for 
the future was needed on account of the report in Petroleum and 
Its Products, 171 I. C. C. 286, although the text showed that none 
of the rates was above the level prescribed in the case men- 
tioned. The language saying that some of the rates were found 
unreasonable for the future has been eliminated. (See Traffic 
World, April 11, p. 895.) 


Cotton Drayage Allowances 


I. and S. No. 3540, allowances for drayage and barge service 
on cotton and cotton linters at Beaumont, Galveston, Houston, 
Texas City and Corpus Christi, Tex. By division 3. Proposed 
allowances, in lieu of rail transportation from water-front ware- 
houses and back-of-the-water-front warehouses to shipside, jus- 
tified, except as to barge service. Barge service has been dis- 
continued and is not dealt with in the report. Order of suspen- 
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sion vacated and proceeding discontinued. Chairman Brainerd 


wrote concurring views. 
Lubricating Oil 


No. 23063, Mid-Continent Petroleum Corporation vs. A. T. 
& S. F. et al. By division 3. Rates, petroleum lubricating oil, 
in containers, straight or mixed carloads with petroleum greases, 
Tulsa, Okla., to Friona, Hereford and Lamesa, Tex., applicable 
and not unreasonable. Rates, like traffic, Tulsa to Amarillo, 
Canadian, Canyon, Claude, Conway, Hale Center, Happy, Kings 
Mill, Plainview, Tulia and White Deer, Tex., unreasonable to 
the extent they exceeded 47.5 cents to Hale Center and Plain- 
view and 45.5 cents to the other points. Reparation awarded. 
Chairman Brainerd, concurring, said he was of the opinion the 
rates were unreasonable to a greater extent than found but that 
inasmuch as the complainant asked for reparation to the basis 
of 45.5 and 47.5 cents, he concurred, 


Harvesters and Parts 


No. 23969, Caterpillar Tractor Co. vs. S. P. et al. By division 
5. Rate, combined harvesters and parts, Stockton, Calif., to New 
England, N. D., unreasonable to the extent it exceeded $2.17, 
minimum 20,000 pounds; and to Trail City, S. D., to the extent 
it exceeded $1.93, minimum 24,000 pounds. Reparation of $657.14 
awarded. 


Pine Piling Routing 


No. 22902, Wheeler Lumber, Bridge & Supply Co. vs. A. G. S. 
et al. By division 5. Upon reconsideration former findings, 168 
I. C. C. 420, as to the routing of three carloads of yellow pine 
piling from Yarbo, Ala., to Lovedale, Okla., modified so as to 
conform with the facts, without change as to the amount of 
reparation, which was $5.01. 


Steel-Cored Aluminum Cable 


No. 23665, Southwest L. E. Meyers Co. vs. I.-G. N. et al. 
By division 5. Dismissed. Rate, carload, aluminum cable, steel- 
cored, joints and wire, Massena, N. Y., to Balmorhea, Tex., not 
unreasonable. 

Butter and Eggs 

No. 21959, Chamber of Commerce of Kansas City, Mo., et al. 
vs. A. G. S. et al. By the Commission. Upon further considera- 
tion, findings in former report, 171 I. C. C. 69, that the rates on 
butter and eggs, straight or mixed carloads, Kansas City, Mo., 
to points in Tennessee, the Carolinas, Georgia, Alabama and 
Florida, were and would be unreasonable and unduly preju- 
dicial to the extent that they exceeded or might exceed rates 
prescribed and which were established July 14, 1928, from 
Oklahoma City, Okla., to the same destinations, modified. It is 
now found that the rates assailed were and for the future will 
be unreasonable and unduly prejudicial to the extent they 
exceeded or may exceed rates prescribed in Consolidated 
Southwestern cases, 123 I. C. C. 203, 139 I. C. C. 586, for applica- 
tion from points in Kansas-Missouri territory in group 207, as 
described in section No. 4 of the appendix 17 therein, to the 
same destination. New rates are to be established not later 
than October 26. 

Wheat Undercharges 


No. 23750, Smith-Ingraham Grain Co. et al. vs. C. R. I. & G. 
et al. By division 3. Dismissed. Claim for waiver of under- 
charges, on wheat, points in Oklahoma to Fort Worth, Tex., 
and reforwarded to Fresno, Calif., barred by the statute of lim- 


itations. 
Garlic 


No. 24112, Pennsylvania Macaroni Co. vs. T. & N. O. et al. 
By division 3. Dismissed. Carload rate, garlic, packages, Moul- 
ton, Tex., to Pittsburgh, Pa., and Buffalo, N. Y., not unreason- 
able or otherwise unlawful. 


Lard Substitute 
No. 23152, Southern Cotton Oil Co. vs. L. & N. By the Com- 
mission. Dismissed. Upon reconsideration findings in former 
report, 171 I. C. C. 707, that the rate charged on lard substi- 
tute, any quantity, from Memphis, Tenn., to Glasgow, Ky., was 
unreasonable, reversed. New finding is that the rate was not 
unreasonable. Commissioners Porter and Eastman dissented. 


Lumber Routing 


No. 19753, S. J. Peabody Lumber Co. vs. Pennsylvania et al., 
No. 19924, Same vs. Same, and a sub-number thereunder, Same 
vs. Same; No. 19948, Perrine-Armstrong Co. vs. Pennsylvania; 
No. 19958, S. J. Peabody Lumber Co. vs. Same, and a sub- 
number, Same vs. Pennsylvania et al.; No. 19819, Same vs. 
Chicago, Detroit & Canada Grand Trunk Junction et al.; No. 
23105, Same vs. Pennsylvania, and No. 20284, Peabody Lumber 
Co. vs. Pennsylvania. Dismissed except as to No. 19948. Rates, 
lumber, points in Indiana to destinations in Illonois, Michigan, 
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Massachusetts and Canada, not unreasonable or otherwise un- 
lawful. In the excepted complaint the rate, lumber, Flora, Ind., 
to Detroit, Mich., was found inapplicable, but not unreasonable. 
Applicable rate found to have been 20.5 cents. Reparation 
awarded. Commissioner Porter dissented for reasons set forth 
in Miner Lumber Co. vs. Pennsylvania, 161 I. C. C. 801. 





SACRAMENTO NORTHERN CONSTRUCTION 


The Commission, by division 4, in Finance No. 8276, Sacra- 
mento Northern Railway proposed construction, has denied the 
application of that carrier to construct an extension of a branch 
line in Yolo and Sacramento counties, California. The extension 
would be in the Holland line from near the town of Ryde, on 
Grand Island, to the southerly boundary of Yolo county, a dis- 
tance of about 8.3 miles. The applicant is controlled by the 
Western Pacific through stock ownership. The purpose of the 
extension was to furnish more direct rail service to the farmers 
and fruit growers in the territory traversed. Cost of construc- 
tion was estimated at $734,653, which was $327,563 less than 
the cost estimated for the extension which was forbidden in 
Proposed Construction by Sacramento Northern, 154 I. C. C. 447. 

The applicant offered testimony purporting to show that 
the service rendered by the Southern Pacific in the territory 
under consideration was unsatisfactory. The Southern Pacific, 
which opposed the grant of authority to construct, said that it 
contemplated an improvement in service. 

The Commission said that the record led to the conclusion 
that the present-day needs for additional rail facilities in the 
territory in question were little or no greater than when the 
record in the former proceeding was made. To permit the con- 
struction of another line of railroad to tap the territory in ques- 
tion at a cost of about $735,000, when such railroad would be 
dependent for its support almost wholly upon business diverted 
from the Southern Pacific branch, now operated at a loss, the 
report said, would result in economic waste. 





COMMISSION ORDERS 


No. 23542, Groom-Rogers Timber Co., Inc., et al. vs. A. & N. W. 
et al. Order modified so as to exclude therefrom all origin points 
in Florida situated east of Apalachicola River. 

No. 22607, Mathieson Alkali Works, Inc., vs. A. & W. et al. 
Order modified to become effective December 38, 1931, upon not less 
than 30 days’ notice instead of August 25, 1931, in so far as it con- 
cerns rates to eastern Montana destinations. 

No. 14953 et al. A. B. A. Independent Oil & Gasoline Co. et al. 
vs. A. T. & S. F. et al. Petition on behalf of carriers for modifica- 
tion of Commission’s order denied, in so far as it requests modifica- 
tion of order with respect to Davenport, Neb. 

No. 22102 (and cases grouped therewith), Cherry-Burrell Cor- 
poration et al. vs. A. T. & S. F. et al. Order modified to become 
effective on December 3, 1931, upon not less than 30 days’ notice 
instead of September 1. 

No. 14953, A. B. A. Independent Oil and Gasoline Co. et al. vs. 
A. T. & S. F. et al. and cases joined with it. Order of February 9, 
1931, as amended May 4, 1931, further modified so as to authorize 
defendants to establish a rate of 27 cents on gasoline and other pe- 
troleum products taking the same rate from group 1 (Kansas City, 
Mo.-Kan.), to Nelson, Neb., effective August 17, upon not less than 
10 days’ notice. 

Finance No. 8828, Application of O. S. L. Application dismissed 
upon request of applicant. 

No. 22902, Wheeler Lumber, Bridge & Supply Co. vs. A. G. S. 
et al. Proceeding reopened for reconsideration on record as made. 

No. 24432, Washington Building Lime Co. et al. vs. A. C. et al. 
Abel Davis and Eugene Holland, receivers in equity for universal 
Gypsum & Lime Co., permitted to intervene. 

No. 24517, Oliver Loser, C. E. Loser and R. S. Loser, co-partners 
doing business as Oliver Loser Oil Co. vs. A. T. & S. F. et al. Champ- 
lin Refining Co. permitted to intervene. 

No. 21585, Ohio-Kentucky Associated Industries ys. A. & R. et al. 
Order further modified to become effective on September 29, upon 
not less than 15 days’ notice instead of August 29. 

No. 23030, West Virginia Brick Co. vs. A. S. et al. Order further 
modified to become effective on September 29, upon not less than 
15 days’ notice instead of August 29. 

No. 24453, General Motors Corporation et al. vs. A. A. et al. 
Chrysler Corporation permitted to intervene. 

No. 24512, Idaho Potato Dealers Association vs. A. & R. et al. 
Utah Shippers’ Traffic Association permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


No. 24321, Burning Oil Distributors’ Association et al. vs. A. & S. 
et al. Defendants ask the Commission to strike out certain portions 
of complainants’ brief, designated as part III (a), appearing on pages 
55 and 56 thereof. 

No. 23148, Albertson & Co. et al. vs. A. C. & Y. et al. Com- 
plainants ask reconsideration of decision. 

No. 23141, Southern Cotton Oil Co. vs. C. R. I. & P. et al. De- 
fendants’ ask reopening and consideration by entire Commission on 
question of reparation. 

No. 22102, Cherry Burrell Corporation et al. vs. A. T. & S. F. 
et al. and cases grouped therewith. Defendants ask reopening and 
rehearing and/or reconsideration and reargument before entire Com- 
mission and postponement of effective date of order. 

No. 23369, Salle Construction Co. vs. D. & R. G. W. et al. Com- 
plainant asks reconsideration and/or rehearing. 

No. 23619, N. C. Blanchard Co. vs. N. C. & St. L. et al. Com- 
plainant asks rehearing or reconsideration. 

No. 23177 (and Sub. 1), Carolina Button Corporation vs. A. & Y. 
et al. Defendants ask reopening and reassigning for further hearing. 
No. 23016, El Paso Freight Bureau et al. vs. A. T. & S. F. et al. 
Defendant carriers, by H. G. Toll, asks extension of effective date of 
order from August 4 to August 31. 
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No. 13535, Corporation Commission of Oklahoma vs. A. & R. et 
al., and associated cases. Southwestern carriers ask modification 
of commodity description 15 to appendix 10, fertilizer. 

No. 17000, part 3, Rate structure investigation, cotton, and related 
articles. Galveston Cotton Exchange and Board of Trade and the 
Texas City Board of Trade, interveners, ask modification or amend- 
ment of orders by issuing a supplemental order adopting certain por- 
tion of the report and order of the Railroad Commission of Texas, 
dated May 12, 1931. 

Finance No. 8482, Rio Grande & Eagle Pass control. Applicant 
asks rehearing and reargument. 

No. 24052, Ware Bros. Agency vs. B. & O. et al. Southern car- 
riers ask postponement of effective date of order, reopening, recon- 
sideration and modification of decision and order. 

No. 22577, Dewey Portland Cement Co. et al., vs. A. & L. M. et al. 
and consolidated cases. Complainants in No. 22577, and interveners 
in consolidated cases, ask reopening for reconsideration, reargument 
and/or rehearing of findings and conclusions of report of division 4. 

No. 10122, tandard time investigation. Pennsylvania Railroad 
asks modification of order of May 19, 1928, in order that Pennsylvania 
may operate its Grand Rapids division on United States standard 
eastern time. 

No. 17000, part 2, rate structure investigation, western trunk line 
class rates. National Association of Farm Equipment Manufacturers, 
Deere & Co., International Harvester Co., J. I. Case Co., B. F. Avery 
& Sons Co., Minneapolis-Moline Power Implement Co. and Caterpillar 
Tractor Co. ask reopening and modification of report and order. 

No. 17000, part 4-A, rate structure investigation, rates on petroleum 
products from, to and between points in southwest. Southwestern 
lines, respondents ask reopening for reconsideration upon present 
record and further modification of findings. 


FINANCE APPLICATIONS 


Finance No. 6812, supplemental, Prince George & Chesterfield 
Railroad Co, asks authority to issue $158,000 of its first mortgage 
six per cent bonds and deliver them to the receivers of the Seaboard 
Air Line in part payment of the applicant’s indebtedness to the S. 
A. L. for advances. 

Finance No. 8539, supplemental, Prince George & Chesterfield 
Railroad Co. asks authority to issue $192,000 of its first mortgage 
bonds for delivery to the receivers of the Seaboard Air Line in re- 
payment of advances by the S. A. L. 

Finance No. 8919. St. Louis, Jerseyville & Springfield Railway 
Co., F. L. Schrader, president, asks authority to acquire and operate 
line of Chicago, Springfield & St. Louis Railway Co., from Spring- 
field, Ill., to Lock Haven, Ill., 78 miles, for $950,000 cash. 

Finance No. 8920. St. Louis, Jerseyville & Springfield Railway 
Co. asks authority to execute a first mortgage and to issue there- 
under $1,700,000 of its first mortgage 6 per cent gold bonds, series 
A, and to issue $1,000,000 of preferred stock, par value $100 a share, 
and $350,000 common stock, par value $50 a share. Applicant pro- 
poses to sell the issue of $1,700,000 of bonds to the Commonwealth 
Subsidiary Corporation at face amount and accrued interest for cash, 
and to sell to the same corporation 10 shares of the common stock 
at par for $500 cash and 10,000 shares of preferred stock for $1,000,000 
cash, 

Finance No. 8921. Chicago & Illinois Midland Railway Co. asks 
authority to acquire control of the St. Louis, Jerseyville & Spring- 
field Railway Co. by means of a lease. 

Finance No. 8922. Chicago & Illinois Midland Railway Co. asks 
authority to operate its trains over tracks of the Alton & Eastern 
from Lock Haven, IIl., to Granite City, Ill., and over the joint tracks 
of the Illinois Central and Baltimore & Ohio in Springfield, Ill., under 
leases or trackage agreements. Applicant said the proposals were 
necessary parts of the general plan for rehabilitation of the line of 
the Chicago, Springfield & St. Louis and for its operation as a part 
of the system of applicant. 

Finance No. 8923. Tri State Consolidated Telephone Co. and 
Northwestern Bell Telephone Co. ask approval of acquisition by latter 
of control of former by means of purchase of common stock. 

Finance No. 8924. Northwestern Bell Telephone Co. and Dakota 
Central Telephone Co. ask approval of purchase by former of prop- 
erty of latter. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 8755, permitting abandonment 
by the Northern Pacific Railway Company (1) of a branch line of 
railroad in Jefferson county, Mont., and (2) of operation under track- 
age rights over a line of the Great Northern Railway Company in 
Lewis and Clark and Jefferson counties, Mont., approved. 

Report and certificate in F. D. Nos. 8620 and 8791 authorizing 
(1) etxension of operations of the Texas & New Orleans Railroad 
Company, the International-Great Northern Railroad Company, the 
St. Louis, Brownsville & Mexico Railway Company, the Beaumont, 
Sour Lake & Western Railway Company, the Gulf, Colorado & Santa 
Fe Railway Company, the Missouri-Kansas-Texas Railroad Company 
of Texas and the Burlington-Rock Island Railroad Company _ over 
raill™ad trackage to be acquired and/or constructed by the Harris 
County-Houston Ship Channel Navigation District in Harris county, 
Tex.; and (2) acquisition and/or construction by the Harris County- 
Houston Ship Channel Navigation District of railroad trackage in 
Harris county, Tex., approved. 

Report and certificate in F. D. No. 8804, authorizing the Chicago 
& North Western Railway Company to abandon a branch line of 
railroad in Dodge county, Minn., approved. 

Supplemental report and order in F. D. No. 8641, authorizing the 
Pittsburgh & West Virginia Railway Company to issue not exceeding 
$2,200,000 of short-term notes, bearing interest, or to be discounted, 
at a rate or rates not exceeding 4% per cent per annum, in renewal 
of an equal amount of maturing notes, previous report 170 I. C. C. 
258, approved. 

Report and order in F. D. No. 8894, authorizing W. Stephenson, 
receiver of the Missouri and North Arkansas Railway Company, to 
issue not exceeding $700,000 of 6 per cent receiver’s certificates, to 
be sold at not less than 98.11 per cent of their face amount and 
accrued interest and the proceeds used to retire maturing receiver’s 
certificates now outstanding, to pay the semi-annual interest thereon, 
and to provide working capital for continued operation of the prop- 
erty, condition prescribed (provided, however, that certificates not 
sold on August 1, 1931, shall be sold at such price, plus accrued in- 
terest, that the effective interest cost to the applicant shall not 
exceed 8 per cent per annum), approved. 
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Proposed Reports in I. C. C. Cases 





COAL FOURTH SECTION CASE 


An overhauling of rates on coal from mines’ in southern 
Illinois, western Kentucky, Alabama and Tennessee to destina- 
tions in Mississippi Valley territory so as to bring them into 
conformity with the fourth section as now administered by the 
Commission is proposed by Examiner R. N. Trezise in a report 
on fourth section application No. 601 and others. The title of 
the proceeding is coal and coke from southern Illinois, western 
Kentucky, Alabama and Tennessee to Mississippi Valley. He 
made his report in a further hearing on the applications treated 
or filed in connection with coal and coke from Kentucky, 
Alabama and Tennessee, 151 I. C. C. 543, Rates on Bituminous 
Coal, 36 I. C. C. 401 and Bituminous Coal to Mississippi Valley 
Territory, 39 I. C. C. 378. 

Issues presented for reconsideration, Trezise said, had been 
before the Commission from time to time in a series of cases 
for the last fifteen years, beginning with Coal and Coke Rates in 
the Southeast, 35 I. C. C. 187, and carried forward in various 
cases to and including Coal and Coke from Kentucky, Alabama 
and Tennessee, supra. Other cases on the subject are Alabama 
Mining Institute vs. I. C. 109, I. C. C. 740, Coal from Illinois, 
Kentucky and Alabama, 128 I. C. C. 113, and Coal and Coke from 
Kentucky, Alabama and Tennessee, 129 I. C. C. 197, and 151 
I. C. C. 543. In the last mentioned case, Trezise said, it was 
specifically pointed out that only a small part of the rate adjust- 
ment was dealt with in the first report in that case. He said the 
evidence clearly indicated that the situation demanded a 
thorough inquiry into the conditions as they existed at present 
and as they affected the entire adjustment. 

Applicants contended, the examiner said, that the intricacy 
of the coal rate adjustment was so sensitive that no rigid limita- 
tion upon the degree of circuity should be prescribed and that 
if the adjustment which the Commission had approved or pre- 
scribed was to be maintained, it was necessary to continue the 
relief that had previously been granted. Trezise’s recommenda- 
tions follow: 


- 


It is recommended that subject to the conditions in paragraph 7 
below, relief be granted herein as follows: 

. To continue the present rates on bituminous coal from mines 
in Alabama, Illinois, Ketucky and Tennessee as described in the 
applications considered in this proceeding, to Memphis, New Orleans 
and Mobile; 

2. To continue and/or to establish and maintain over all cir- 
cuitous standard line routes, from mines in Alabama to points in 
Mississippi Valley territory, as described in the applications consid- 
ered herein, rates for the transportation of bituminous coal the 
same as the lowest rates applicable over any standard line route 
between the same points, but not less than the said lowest rates 
at present in effect; 

3. To continue and/or to establish and maintain from mines in 
southern Illinois and western Kentucky as hereinbefore described, to 
the destinations referred to in the next preceding paragraph hereof 
as to which relief is proposed with respect to rates from mines in 
Alabama, rates made with relation to the said rates from Alabama 
on the basis prescribed or approved in Alabama Mining Institute vs. 
I. C. R. R. Co., and coal from Illinois, Kentucky and Alabama, supra; 

4. To continue and/or to establish and maintain over the routes 
of short and weak line carriers as named in this report (not includ- 
ing the Gulf, Mobile & Northern Railroad) from mines in Alabama. 
Illinois, Kentucky and Tennessee, as hereinbefore described, to des- 
tinations in Mississippi Valley territory, rates for the transportation 
of bituminous coal the same as the lowest rates in effect over any 
route from and to the same points but not less than the said lowest 
rates at present in effect; 

5. To continue and/or to establish and maintain rates for the 
transportation of intrastate shipments of bituminous coal from west- 
ern Kentucky mines to Gracey, Ky., via the circuitous route of the 
Louisville & Nashville Railroad the same as the rates contempora- 
neously in effect from and to the same points over the Illinois Central 
Railroad, but not lower than the present rates via the Illinois Cen- 
tral; provided, that this authority shall not include intermediate 
points as to which the haul of the applicant herein is not longer 
than that of the shorter line or route from same point of origin 
to Gracey. : 

6. To continue and/or to establish and maintain for the trans- 
portation of bituminous coal to Helena and West Helena, Ark., from 
mines ih Alabama via the St. Louis-San Francisco Railroad, Memphis, 
and the Chicago. Rock Island & Pacific Railway; and from southern 
Illinois and western Kentucky (1) via the Louisville & Nashville, 
Memphis, Chicago, Rock Island & Pacific Railway, Wheatley, Ark., 
and Missouri & North Arkansas Railway, and (2) via Louisville & 
Nashville Railroad, Memphis, and Missouri Pacific Railway, rates 
the same as those contemporaneously in effect from the same 
points of origin to the same _ destinations via the Illinois Central 
Railroad and its.connections, but not lower than the present rates 
from and to the said points via the latter routes. 

7. Relief proposed herein should be subject to the following 
conditions: : : 

(a) The present rates to higher rated intermediate points shall 
not be increased except by order of the Commission and shall not 
exceed rates constructed on the basis prescribed or approved in the 
above entitled proceedings or the lowest combination of rates sub- 
ject to the interstate commerce act; 








(b) This relief proposed with respect to rates from mines in 
Alabama shall not apply (1) where the distance over the short line 
or route is 150 miles or less and the longer line or route is more 
than 70 per cent circuitous; (2) where the distance over the short 
line or route exceeds 150 miles but does not exceed 1,000 miles and 
the longer line or route is more than 50 per cent circuitous; pro- 
vided, however, that where the distance over the short line or route 
exceeds 150 miles and the distance over the longer line or route 
does not exceed 255 miles, relief will apply to such longer line or 
route even though the said longer line or route is more than 50 
per cent circuitous; 

(c) The relief proposed as to rates from other mines to points 
of destination involved herein, except Gracey, Ky., shall not apply to 
lines or routes more than 25 per cent circuitous. 

It is further recommended that in complying with the circuity 
limitations recommended, applicants be authorized to use the aver- 
age distance from all points in the basic group in each territory from 
which the rates apply in lieu of the distances from each point and 
that the present relation of rates between the basic groups and dif- 
ferential groups in each of the mining districts be not disturbed. 

All other and further relief prayed in the applications included 
in this proceeding with respect to the rates involved herein should 
be denied, and all outstanding relief inconsistent with that recom- 
mended herein should be rescinded. 

The recommended findings should be without prejudice to the 
conclusions that may be reached on other records in similar pro- 
ceedings now pending before the Commission. 





RAIL PROPORTIONAL LIMITS 


A proposal that the Commission condemn as unduly preju- 
dicial against the government’s barge line and unduly preferen- 
tial of the railroads, provisions in the tariffs of railroads re- 
stricting the application of proportional rates prescribed in those 
tariffs to all-rail routes has been made by Examiner William 
A. Maidens in No. 24332, Inland Waterways Corporation, operat- 
ing the federal barge lines, vs. A. & R. et al. Maidens said that 
the prejudice and preference should be removed “either by 
eliminating the aforesaid restrictions from defendants’ tariffs, 
or by extending the proportional rates so that the same will 
apply in connection with barge-line traffic movements.” 

The railroads submitted no testimony, confining their efforts, 
Maidens said, to cross-examination and briefs. They said they 
would have no objection to changing the application of their 
proportional rates to make them apply in connection with rail- 
and-water lines via which through rates were published and on 
file with the Commission. Maidens said that they felt that 
unless the barge line’s port-to-port rates were definitely estab- 
lished, that line would be in a position to publish rates on short 
notice and would deviate at will from its local rates. 

Maidens founded his report, in large measure, upon Restric- 
tion of Proportional Rates, 161 I. C. C. 113, in which the rail- 
roads proposed restriction of proportional rates on cotton and 
knitting factory products from southeastern and Carolina points 
to Cairo, Ill., and other Ohio and Mississippi River crossings so 
as not to apply on traffic destined to beyond in connection with 
the barge lines. The Commission found the proposals not justi- 
fied. Maidens said that the finding in the proportional case, 
however, was not based upon the fact that the barge line rate 
was voluntarily filed with the Commission. 

In its complaint the barge line alleged that the restrictions 
in the railroad tariffs limiting the application of the proportional 
rates in the railroad tariffs on traffic moving via points served 
by it as well as the railroads to the all-rail routes was unduly 
prejudicial to the barge line and unduly preferential of the rail 
routes. The Commission was asked to remove the restrictions 
so that the proportionals would apply in connection with the 
barge line as well as in connection with the rail routes. 

The barge line pointed out that the restrictions put the barge 
line at a disadvantage. One instance cited, out of many, was of 
acid phosphate from Mount Holly, N. C., to Cairo, Ill. The pro- 
portional rate is $5.63 a net ton, while the rate on the same 
commodity moving from or to the same points over routes in 
connection with the barge line is $15.20 a net ton. 

Generally speaking, Maidens said, the differences between 
the proportional rates and those applicable via the barge line 
routes were shown to range from 4 cents to $1.21 a hundred on 
traffic rated by the hundred pounds and from $1.02 to $14.81 a 
short ton in favor of the all-rail routes. 

The barge line contended that the cost of handling traffic 
via the all-rail routes to and from the proportional rate points 
was no greater when the traffic was delivered to the barge line 
than when it was delivered to or received from rail connections. 
The government line asserted, said Maidens, that if the railroads 
were permitted to continue to apply higher rates for the same 
transportation service when traffic was routed beyond over water 
lines than when routed all-rail, water competition would be 
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destroyed and shippers would lose their advantage of location 
on navigable waters. 

The Louisville Board of Trade intervened and presented 
testimony directed mainly, Maidens said, to the present equal- 
ization of all-rail rates on grain and grain products from northern 
and western territories through the Ohio and Mississippi River 
markets of St. Louis, Memphis, Evansville, Louisville and Cin- 
cinnati to points in southern territory, contending that that 
equalization would be disturbed if the port-to-port barge-rail 
rates were applied in connection with the present adjustment of 
rates via St. Louis, East St. Louis, Cairo and Memphis. 

Maidens disposed of the equalization matter by saying that 
that was a question of policy and management in respect of 
which the Commission should not interfere in the absence of a 
showing of unlawfulness and that that question should be left 
to the carriers for determination. Furthermore, he added, the 
introduction of equalization by the intervener was no answer to 
the barge line’s contention that the restrictions unduly prejudiced 
water-borne traffic. The real question in issue, he said, was 
whether the resulting rates would be unduly prejudicial to barge- 
line traffic under the third section of the interstate commerce 
act in comparison with rates upon similar traffic moving beyond 
the river crossings. 


PROPOSED REPORTS 


Pimientos 
No. 24100, The Hills Brothers Co. of Florida, Inc., vs. I. C. 
et al. By Examiner T. Naftalin. Dismissal proposed. Applicable 
rates, pimientos, carloads, Woodbury, Ga., to Dallas, Houston, 
and Waco, Tex., determined to have been the column 88 rates of 
91 cents. Amount of undercharges or overcharges, if any, not 
ascertainable upon this record. 


Livestock 
No. 24148, Hammond Standish & Co. vs. A. T. & S. F. et al. 
By Examiner Paul A. Colvin. Dismissal proposed. Rates, live- 
stock, points in Kentucky, Ohio, Indiana, Illinois, Minnesota, 
Iowa, Nebraska and Missouri, to Detroit, Mich., not unreason- 
able, unjustly discriminatory, unduly prejudicial or in violation 
of the fourth section. 


Team-Track Storage 


No. 23567, Eastern Shore of Virginia Produce Exchange vs. 
Pennsylvania. By Examiner T. P. Wilson. Dismissal proposed. 
Team-track storage charges maintained by defendant at stations 
on its Norfolk division not unreasonable or unduly prejudicial. 


Petroleum Products 


No. 24068, Sinclair Refining Co. vs. Asherton & Gulf et al. 
By Examiner T. Naftalin. Dismissal proposed. Rates, refined 
petroleum products, Sand Springs, Okla., to destinations in 
Texas, not unreasonable. 


Carbon Black 


No. 24135, Southern Carbon Co. vs. A. G. S. et al. By Ex- 
aminer Charles A. Rice. Rate, carbon black, Gadsden, Ala., 
to Fowler, La., unreasonable to the extent it exceeded 70 cents. 
Reparation of $122.88 proposed. 


Hay 


No. 24334, Eades Hay Co. vs. C. B. & Q. et al. By Exam- 
iner L. B. Dunn. Dismissal proposed. Rate, carload of hay, 
Yates Center, Kan., to Brush, Colo., applicable. 


Hay Switching Charges 


No. 24313, Gateway Hay Co. vs. St. L.-S. F. et al. By Exam- 
iner L. J. P. Fichthorn. Dismissal proposed. Switching charges, 
Shreveport, La., two carloads of hay originating at Wetumpka, 
Okla., and reconsigned at Shreveport to Thibodaux, La., applica- 
ble and not unreasonable. Out-of-line haul and demurrage 
charges applicable and not unreasonable. 


Eggs 
No. 24273, Seymour Packing Co. vs. A. T. & S. F. et al. 
By Examiner G. L. Shinn. Rate, carload of eggs, shelled, frozen, 
in metal cans Topeka, Kan., to Atlanta, Ga., unreasonable to the 
extent it exceeded $1.54. Reparation of $53.38 proposed. 


Anthracite Coal 


No. 24068, Department of Institutions and Agencies of the 
State of New Jersey vs. Central of New Jersey et al., and No. 
24174, Central New Jersey Coal Exchange et al. vs. Same. 
Amended at hearing so as to make the Reading the sole de- 
fendant. By Examiner C. J. Peterson. Rates, anthracite coal, 


mines in the Schuylkill region of Pennsylvania to Skillman, N. 
J., where the state institution for epileptics is maintained and 
to the yards of dealers complainants in No. 24174 are situated 
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northeast of Trenton Junction, N. J., not unreasonable except as 
to those on prepared sizes prior to January 7, 1931. Excepted 
rates, $2.77 to various points, proposed to be found unreason- 
able to the extent they exceeded $2.52 a long ton. Rates estab- 
lished January 7, 1931, not unreasonable. Reparation proposed. 


Gasoline 


No. 24235, Brownell Corporation et al. vs. A. T. & S. F. et 
al. By Examiner L. J. P. Fichthorn. Rate, gasoline, Barnsdall, 
Okla., to Letcher, S. D., applicable but in contravention of the 
long-and-short haul part of the fourth section. Proposes an 
order directing removal of departure. Rates, gasoline, Barns- 
dall to Canistota, S. D., applicable and not unreasonable or other- 
wise unlawful. Rate, gasoline, Barnsdall to Dell Rapids, S. D., 
inapplicable. Applicable rate, 51 cents, not shown to have been 
unreasonable. Reparation of $10.66 proposed. 





G. L. & N. ABANDONMENT 

Examiner R. R. Molster, in Finance No. 8629, Groveton, 
Lufkin & Northern abandonment, has recommended that the 
Commission permit the abandonment by the applicant of its 
line from Groveton to Vair, Tex., a distance of about 22 miles, 
and operation, under trackage rights, over the Texas South- 
Eastern, between Vair and Lufkin, a distance of about 14 miles. 
Groveton opposed abandonment. The road was built to serve 
lumbering operations. Its stock is owned by the Trinity County 
Lumber Company. Molster said the last log was sawed in a 
mill that had been operated for about 48 years on December 
31, 1930, and that it was estimated that the last finished product 
would be shipped from the planing mill about November of this 
year. 

In the five-year period, 1926-1930, the report said, the deficits 
of the road amounted to $238,947, of which $109,250 was unpaid 
interest on bonds held by the proprietary lumber company. 
Molster said that the record held little hope of a solution of the 
applicant’s difficulties or that continued operation of the line 
could result otherwise than in unjustifiable burdens on inter- 
state commerce. 


BATON ROUGE BRIDGE PROJECT 


Condemnation of the Missouri Pacifie’s plan to throw a 
bridge across the Mississippi a little north of Baton Rouge, La., 
has been recommended by Examiner M. S. Jameson, in Finance 
No. 8179, Missouri Pacific Railroad Company et al., proposed 
construction and trackage operation. Jameson said the Com- 
mission should find that public convenience and necessity had 
not been shown to require the extension of operation by the 
Missouri Pacific and its system line, under trackage rights and 
by the construction of a bridge over the Mississippi River at 
Baton Rouge, La., with appurtenant connections. 

Application was made by the Missouri Pacific and the New 
Orleans, Texas & Mexico, a system member, for a certificate per- 
mitting the operation by them, under trackage rights over the 
Louisiana Railway Navigation Company, of which the Louisiana 
& Arkansas is the lessee, extending from Baton Rouge to New 
Orleans. An operating agreement dated January 20, 1930, and 
executed subject to the approval of the Commission, was sub- 
mitted. A lease of the lines of the New Orleans, Texas & Mex- 
ico to the Missouri Pacific, it was said, was in contemplation. 
The application was widened after its first submission. 

The Illinois Central, and its subsidiary, the Yazoo & Mis- 
sissippi Valley, vigorously opposed the plan, which if executed, 
would have the effect of putting the Missouri Pacific system into 
the more or less industrialized section between north Baton 
Rouge, where a large refinery of the Standard Oil Company 
of Louisiana, is situated, and New Orleans and its environs. At 
present the Texas & Pacific, a Missouri Pacific line, gets into 
New Orleans by means of a ferry at New Orleans, or under 
trackage rights over the Yazoo & Mississippi Valley on the east 
side of the Mississippi River. It was proposed to discontinue 
the present arrangement under which the N. O. T. & M. New 
Orleans traffic was handled by the Y. & M. V. Under the terms 
of that agreement the N. O. T. & M. is not permitted to handle 
business at points intermediate between Baton Rouge and New 
Orleans. 

The total cost of the project of which the bridge would be 
the large part, was $9,450,450. The bridge itself was estimated 
to cost $7,000,000. 

At the time of the first hearing no plans had been sub- 
mitted by the applicants to the War Department for permis- 
sion to build a bridge across the Mississippi River. Such an 
application, however, has since been made and hearings have 
been started thereon. A suggestion that the War Department 
might require a clearance of 133 instead of only 65 feet, the 
latter being the proposed clearance, brought a declaration from 
the applicants, that unless they were permitted to construct a 
bridge with a clearance not exceeding 65 feet the bridge plan 
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would be abandoned. Jameson said the record indicated that 
a clearance of 133 feet would mean a cost of approximately 
$13,580,000 for the bridge. 

A contingent agreement has been made between the appli- 
cants and Louisiana whereby in consideration of the Missouri 
Pacific agreeing to make the bridge available for vehicular 
traffic the state would pay 40 per cent of the cost of a bridge 
having the clearance no greater than 65 feet. The state also 
agreed to obtain the right of way for both highway and rail- 
road approaches without cost to any of the parties. The state, 
believing that a bridge exclusively for highway traffic could 
not be financed, decided to join the railroads in the project. 
Governor Long was one of the witnesses in behalf of the cer- 
tificate for the applicants. 

Examiner Jameson devoted considerable attention to the 
agreement between the Missouri Pacific and the Louisiana & 
Arkansas, for the use by the former of the tracks of the latter. 
For the purpose of calculating rent and other charges the track 
and terminal facilities between Baton Rouge and New Orleans 
was agreed to have a value of $7,000,000. The examiner said 
that while the value, $7,000,000, seemed not to have been entirely 
satisfactory to the Missouri Pacific, an agreement for a lower 
figure apparently could not be reached. Jameson said that in 
view of other concessions made by the Missouri Pacific it would 
appear improper to adopt any basis for calculating rent and 
other charges other than a strictly physical valuation. [Illinois 
Central engineers valued the property over which the Missouri 
Pacific was to have trackage rights at $3,888,924, the latter 
figure having been arrived at by deducting depreciation. The 
examiner’s recital throughout, on that phase of the subject, 
conveys the impression that the Missouri Pacific was proposing 
to pay too much for the east side entrance into New Orleans, 
especially in view of the fact that the contract with the Yazoo 
& Mississippi Valley has a number of years yet to run. In 
addition to the trackage agreement the Missouri Pacific was 
obligated by the agreement with the Louisiana & Arkansas to 
buy part of the Louisiana & Arkansas property when the Louisi- 
ana & Arkansas should decide that a sale should take place. 

That agreement, however, would not be in line with the 
Commission’s plan for the consolidation of railroads. The 
Louisiana Railway & Navigation Company and the Louisiana 
& Arkansas are assigned in that plan to System No. 19—Rock 
Island-Frisco. 

Jameson said that it could not be assumed that any new 
traffic would be created by this arrangement. He said that with 
at least five years of the Y. & M. V.-I. C. traffic agreement yet 
to run the M. P. proposed to enter into a trackage contract with 
the L. & A. “which is unjust and unreasonable in respect of the 
consideration involved and the concessions made, and undesir- 
able in its ultimate effect through the prospective sale of a 
one-half interest in the joint line to the M. P.” 

That contract, Jameson said, was sufficiently objectionable 
to warrant denial of the proposal as a whole. Moreover, he 
said, the showing of public convenience and necessity for the 
direct entry of the M. P. into the territory south of Baton Rouge, 
and its proposed use of the L. & A. terminal in New Orleans 
was inconclusive, and therefore inadequate. 

“Desirable as a bridge at Baton Rouge may be,” says the 
report, “it would be useless to grant authority for its con- 
struction while denying the remainder of the application, assum- 
ing a satisfactory showing for such partial approval of the 
plan to have been made. It is obvious that the applicants would 
not build the bridge without being permitted to carry out their 
full plan.” 


GRAIN TRANSIT PROTESTS 


Protests against the proposals of the railroads in their 
transit on grain tariffs filed in purported compliance with the 
Commission’s decision in the Hoch-Smith grain case, in addi- 
tion to those mentioned in The Traffic World of July 25, with 
an indication of the nature of the objections urged, have been 
received by the Commission from the following: Meridian, 
Miss., Traffic Bureau, proportional rates, Memphis to points in 
Mississippi; Merchants’ Exchange, St. Louis, increase of 2 cents, 
St. Louis to eastern points; Board of Trade, Chicago, transit 
rules, rates from Illinois points to St. Louis, Cairo, etc.; Mem- 
phis Merchants’ Exchange, increases, Memphis to Mississippi 
Valley; Northwestern Consolidated Milling Co., Minneapolis, 
Minn., transit rules, Boyd’s I. C. C. A-2160; Archer-Daniels-Mid- 
land Co., Minneapolis, Minn., rates on flaxseed to various points; 
Northern Oats Co., Minneapolis, Minn., transit rules, Boyd’s 
: C. C. A-2160; Board of Trade, Chicago, proportional rates 
Chicago to St. Louis (11% cents) and to Mississippi Valley; 
Central Nebraska Grain Shippers’ Association, Lincoln, Neb., 
rates, Nebraska to Oklahoma and New Mexico; Texas Industrial 
Traffic League, transit at points in Texas; National Cottonseed 
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Products Corporation, Memphis, Tenn., cottonseed cake, meal, 
etc., Cairo, Ill., to W. T. L.; New Orleans Joint Traffic Bureau, 
item 300, Johanson’s I. C. C. 2277; Omaha Grain Exchange, 
transit, Boyd’s I. C. C. A-2160; Amarillo, Tex., Chamber of Com- 
merce, transit, transcontinental; the Western Star Mill Co., 
transit, Union Pac. I. C. C. 4044; Archer-Daniels-Midland Co., 
Minneapolis, Minn., flaxseed, in U. P. I. C. C. 4043; Southwestern 
Millers’ League, Kansas City, Mo., transit grain in U. P. I. C. C. 
4044; Seattle and Tacoma Chambers of Commerce, North Pa- 
cific Millers’ Association, grain rates in Henry’s I. C. C. 325; 
Pine Bluff (Ark.) Grain Exchange and Helena Traffic Bureau, 
Helena, Ark., transit grain, Missouri Pacific I. C. C. A-7671 
and A-7880 and Johanson’s I. C. C. 2118 and 2279; Railroad 
and Warehouse Commission of Minnesota, St. Paul, Minn., 
ratifies protest of Minneapolis Traffic Association; Hallet and 
Carey Co., Minneapolis, Minn., item 40, Boyd’s I. C. C. A-2160; 
Chicago Board of Trade, rates, Illinois to Chicago; Central 
Elevator Co., Minneapolis, Minn., transit grain, Boyd’s I. C. C. 
A-2160; Fort Smith Traffic Bureau, Fort Smith, Ark., grain, 
Oklahoma to Arkansas; Victoria Elevator Co., Minneapolis, 
Minn.; George H. Croley Co., Inc., San Francisco, Calif., grain 
at Pacific coast; Van Dusen Harrington Co., Minneapolis, Minn., 
transit grain, Boyd’s I. C. C. A-2160; Hutchinson Board of Trade, 
Hutchinson, Kan., absorption of cross-town switching on grain; 
Mississippi Railroad Commission and Jackson Traffic Bureau, 
Jackson, Miss., interveners to petition of Meridian Traffic 
Bureau; Public Service Commission, state of Kansas, Topeka, 
Kan., grain rates, supplement 70 to Jones’ I. C. C. 2046; 
Texas Grain Dealers’ Association, Fort Worth, Tex., transit 
Fonda’s I. C. C. 304; Maney Milling Co., Omaha, Neb., grain, 
Cc. R. I. & P. I. C. C. C-12057; Corporation Commission of Okla- 
homa, routing in connection with grain rate; North Dakota Mill 
& Elevator Association et al., Grand Forks, N. D., transit on 
grain at Great Northern stations; Topeka (Kan.) Chamber of 
Commerce, grain, St. Louis to East, and absorption of cross- 
town switching on grain. 


SUSPENDED TARIFFS 


In I. and S. No. 3628, the Commission has suspended from 
August 1 until March 1, schedules in Supplements Nos. 42 and 
43 to S. J. Henry’s tariff, I. C. C. No. 249. The suspended schedules 
propose to establish reduced rates on apples and pears, in car- 
loads, from certain points in Oregon and Washington to Portland, 
Ore., and Tacoma and Seattle, Wash., for export. The following 
is illustrative, rates in cents a 100 pounds: 


From Yakima and Walla Walla, Wash., and Freewater, Ore., to 
Portland, Ore., present 38%, proposed 28%; from Yakima, Wash., to 
Seattle, Wash., pres. 28%, proposed, none; from Walla Walla, Wash., 
and Freewater, Ore., to Seattle, Wash., present 441%, proposed 28%, 


The Commission’s suspension order, I. and S. No. 3627, hold- 
ing up a part of the sugar transit restrictions proposed by the 
railroads (see Traffic World, July 25), covers parts of Boyd’s 
I. C. C. No. A-2173, joint with various other agents, also Gomph’s 
I. Cc. C. No. 1045, and certain tariffs issued by the Illinois Cen- 
tral, Louisville & Nashville, Southern Railway, and Yazoo & 
Mississippi Valley. 

The suspension order pertains only to the following rule: 


The original bill of lading, shipping order, and waybill shall bear, 
at time of shipment from origin point * * *, pursuant to instructions 
from the shipper, the notation ‘“‘to be stored in transit.’’ In the 
absence of such notation on the original bill of lading and shipping 
order, the privilege of storage in transit will not be available. 





G. N. PROTESTS N. P. CONSTRUCTION 

The Great Northern Railway Company, intervener in Fi- 
nance No. 7707, in which the Northern Pacific was authorized 
to build 24 miles of branch line in Dawson county, Mont., Wood- 
row to Bloomfield, has petitioned for rehearing before the entire 
Commission. 

“We believe that the decision involves principles which are 
sufficiently important and far reaching and which have been 
hitherto undecided to warrant our asking for a hearing before 
the entire Commission,” says the Great Northern. “Moreover, 
while this is only a 24-mile extension, it is a million dollar case 
for the Great Northern because the capitalized value of its profits 
on diverted traffic is a million dollars. 

“The decision seems to us to establish the principle that 
parallel railways should be allowed to build branches into each 
other’s tributary territory for the purpose of diverting each 
other’s traffic, provided that such tributary territory would 
thereby be made closer to rail facilities, even though the traffic 
to be handled on the branch could be handled by truck at one- 
seventh of the cost, and even though each such branch would 
add $100,000 annually to railroad expenses and add nothing to 
aggregate railroad revenues.” 
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FREIGHT RATE INCREASE 


After considering the matter for hours, the Commission late 
July 24 issued the following announcement as to further hear- 
ings in Ex Parte 103: 


Following is the revised schedule for dates and places of hearings 
in Ex Parte 103, in the matter of proposed increases in freight rates 
and charges: Portland, Me., Chamber of Commerce, August 4; Wash- 
ington, D. C., August 10; Portland, Ore., County Court House, August 
12; San Francisco, Calif., Hotel St. Francis, August 17; Atlanta, Ga., 
Hotel Atlanta-Biltmore, August 17; Dallas, Texas, Hotel Baker, 
August 21; Salt Lake City, Utah, U. S. Court House, August 24; 
Kansas City, Mo., Athletic Club, August 26; Chicago, IIl., Hotel Sher- 
man, August 31. 

These hearings are for the accommodation of all concerned. It is 
expected that the eastern interests, except New England, will present 
their evidence at the Washington hearing scheduled to begin August 
10. 

Printed briefs must be filed within ten days after the close of the 
final hearing. 


The motion of Grenville Clark, for security owners, that the 
hearings be continued in Washington without postponement was 
overruled. 

Secretary McGinty, of the Commission, in a notice issued 
July 30, gave the list of the commissioners, constituting division 
7, who are to conduct the further hearings in Ex Parte No. 103, 
together with the examiners who are to assist them. He said 
the examiners would be available for consultation with the 
parties regarding the nature and the order of the testimony. 

Commissioner Porter will preside at the hearing at Port- 
land, Me., assisted by Examiner Irving L. Koch. Commissioner 
Meyer will preside at the hearing at Washington, D. C., assisted 
by Examiner William A. Disque. Commissioner Eastman will 
preside at the hearings at Atlanta, Ga., Dallas, Tex., and Kan- 
sas City, Mo., assisted by Examiners Howard Hosmer and H. 
W. Archer. Commissioners Lewis and Lee will preside at the 
hearings at Portland, Ore., San Francisco, Calif., and Salt Lake 
City, Utah, assisted by Examiners G. H. Mattingly and Myron 
Witters. Division 7 as a whole is scheduled to conduct the 
hearing or hearings at Chicago, Ill., assisted by several of the 
above named examiners. 

“There may be two Chicago hearings running concurrently,” 
said Secretary McGinty. “All parties desiring to offer evidence 
there should be prepared to proceed at any time after the open- 
ing of the hearing.” 

It is hoped that the Chicago hearing or hearings, scheduled 
to begin August 31, may be concluded by Labor Day. In order 
to do that, two hearings running concurrently may be held. It 
is expected that the hearing scheduled to begin August 10 in 
Washington, D. C., will last about two weeks. 

In a notice to parties who expect to introduce evidence at 
Portland, Ore., San Francisco, Calif., and Salt Lake City, Utah, 
Secretary McGinty said: 


As indicated in the notice of July 24, 1931, hearings in this pro- 
ceeding will be held at Portland, Ore., August 12; San Francisco, 
Cal., August 17; and Salt Lake City, Utah, August 24. In view of 
the limited time available it is essential that evidence to be pre- 
sented there be condensed to the greatest possible extent, that, so 
far as practicable, the evidence of kindred interests be presented by 
one witness, and that cumulative evidence and duplication be re- 
duced to a minimum. 

The exact order in which testimony will be received cannot be 
announced in advance of the hearings but, in general, it is expected 
that state commissions desiring to present evidence will be heard 
first, these to be followed by representatives of shippers of the 
major products of this territory and these, in turn, to be followed by 
representatives of individual interests. 

Commissioner William J. Carr of California is cooperating with 
us in arranging the western hearings. Examiner G. H. Mattingly 
will be at the Hotel Portland, Portland, Ore., on August 11; at the 
office of the California Railroad Commission at San Francisco on 
August 15; and at the Hotel Utah, Salt Lake City on August 22, to 
assist in formulating schedules with a view to affording all desiring 
to present evidence at those respective places an opportunity to be 
heard, 

Commission Merchants 


An appeal has been sent to Governor Roosevelt, of New 
York, by Robert F. Blair, of Cleveland, O., as president of the 
National League of Commission Merchants, to the end that New 
York state agencies may support the position of the league 
before the Commission that fruits and vegetables should be ex- 
empted from any increase in rates in Ex Parte 103. 

“Believing that you have a comprehensive understanding of 
the intricate economic considerations involved in this question, 
with your indulgence may I place a word of emphasis on a phase 
of the situation peculiarly vital to New York,” said Mr. Blair in 
his letter. 

“Your several state agencies are so well equipped to present 
the facts, and they have such an authoritative standing through- 
out the country, that any representation made by them un- 
doubtedly would have great weight with the Interstate Commerce 
Commission. An official statement from New York state, on the 
singular conditions obtaining in the fresh fruit and vegetable 
industry, surely would be helpful. 

“We probably are in agreement on the desirability of aug- 
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menting railroad revenues. Arbitrarily to raise all rates, without 
regard for varying essentiality of commodities and ignoring the 
capacity of the traffic to bear the addtional burden, to say the 
least is a policy of doubtful prudence.” 

Mr. Blair then set forth matter along the lines of that here- 
tofore made public by his organization and published in The 
Traffic World with respect to the effect on an increase in rates on 
fruits and vegetables. As to the effect of an increase on fruits 
and vegetables from the New York viewpoint, Mr. Blair said: 


Taking nineteen principal fruits and vegetables, New York farm- 
ers and growers, in 1929, shipped by rail 31,954 carloads. Last year, 
1930, the important markets of Albany, Buffalo, New York City, 
Rochester and Syracuse received and unloaded 153,861 carloads. 
For these 19 perishable commodities, shipments in the United States 
last year totaled 922,977 carloads. New York, therefore, as shipper 
and consumer, accounted for practically one-fifth of the total rail 
traffic in fresh fruits and vegetables. 

New York growers by no means limit their shipments to New 
York markets. In 1929, the five markets mentioned received 14,151 
carloads of fruits and vegetables from New York growers. It is 
safe to say that 15,000 carloads were shipped by rail to markets 
outside the state. The records show that New York growers shipped 
to 52 of the 66 large terminal markets in the United States. Many 
of these shipments were subjected to long hauls: To San Antonio, 
Texas, for example, and to New Orleans, St. Paul and Minneapolis, 
to Kansas City, Mo., and Jacksonville and Tampa, Fla, 

On the basis of present freight charges, these long hauls carry 
a very heavy transportation burden. To increase these rates 15 per 
cent, in many instances would produce a prohibitive rate. The tend- 
ency would be to restrict New York shippers to the nearer markets 
and deprive the distant consumers access to the quality products of 
New York state. 

The movement into New York markets presents a decidedly 
serious picture. The New York City market draws its supplies from 
38 states. In 1929, it went to California for 43,338 cars; to Oregon for 
2,399 and to Washington for 4,752 cars. Texas shipped 2,303 cars 
to New York City while Florida shipped 21,047 cars. 

Albany required shipments of these perishable products from 
33 states, Syracuse 33 states, Rochester 34 and Buffalo 37 states. 
Fach of these markets absorbed substantial shipments from the 
Pacific Coast and Gulf States, involving long freight hauls. 

In only lesser degree these conditions apply to such markets as 
Schenectady, Troy, Elmira, Jamestown, Niagara Falls, Olean, Water- 
town, Ithaca, Utica, Middletown, and all the outlying markets of 
the metropolitan area centering in New York City. 

It would be a calamity, indeed, if in a laudable effort to improve 
the financial condition of our railroads, we should raise a barrier 
that would restrict the New York growers’ market on the one hand, 
and, on the other, deny the important but distant producing sections 
freedom in meeting the consumer requirements in the great in- 
dustrial centers of New York. 


Southern Traffic League 


Declaring that the revenue provisions of section 15a of the 
interstate commerce act give revenue assurances to the carriers 
“only in the exercise of the Commission’s power to prescribe just 
and lawful rates and subject to the further qualification of 
honesty, economy and efficiency of railway management,” the 
Southern Traffic League, at a membership meeting at Atlanta, 
Ga., July 24, adopted a resolution calling for its participation in 
the fifteen per cent advanced rate case, and appointed a com- 
mittee for that purpose. 

As to whether the carriers demonstrate the existence of an 
emergency such as to warrant a general rate advance, the League 
will take no position, it is stated, “feeling certain that on such a 
matter the Commission is or will be in a position to reach a 
proper conclusion without expression thereon by the League.” 
Disapproval is expressed in the resolution, however, of section 
15a, “and the interpretation and use thereof by the proponents of 
such increases now sought thereunder.” 


The efforts of the League’s representatives in the case will 
be confined to contesting the “multiplication of general ad- 
vances due to the overlapping of the fifteen per cent application 
and recent pending and imminet fourth section revisions and, 
in addition, will deal with questions relating to the competitive 
position of southern industry and those in the north and west, 
so as to prevent the widening of existing spreads between inter- 
territorial rates from the south and those within other ter- 
ritories.” 

It will be the purpose of the League to assist in the determin- 
ation of causes of the carriers’ present difficulties and the extent 
to which railway management is demonstrating its capacity for 
dealing with new conditions, says the resolution. Further, “it 
should be endeavored to bring out the extent to which unneces- 
sary legal limitations may be contributing to the railroad diffi- 
culties and something of the corrective steps which should be 
taken.” 


Participation of the League representatives in the case will 
in no way interfere with individual members pursuing their own 
policies with respect to the case, it is stated. 

The committee appointed to carry out the purposes of the 
resolution consists of the following: A. G. T. Moore, traffic man- 
ager, Southern Pine Association (chairman); Thomas J. Burke, 
commissioner, Charleston Traffic Bureau; M. M. Caskie, assistant 
to vice-president, Reynolds Metals Company; J. O. Cromwell, 
traffic manager, Macon Chamber of Commerce; T. M. Henderson, 
commissioner, Traffic Bureau of Nashville; Harry T. Moore, 
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traffic manager, Atlanta Freight Bureau; E. Del. Wood, traffic 
manager, Chattanooga Manufacturers’ Association. 

The Kansas Public Service Commission has advised the 
Commission that it will present testimony relating to the 
economic condition of agriculture and specified industries in 
Kansas and comparisons thereof with the economic condition of 
the carriers; relating to the “inability of the different major 
commodities to stand the increase sought;” commodity prices 
will be compared with rail rates; agricultural and industrial 
profits with those of the railroads; the development of substitutes 
and the restriction of production; the stimulus to short-haul 
traffic involving little revenue to the carriers, and the discourage- 
ment of long-haul traffic as a result of percentage increases, etc. 
It will also deal with competition among transportation agencies. 


IIlinois Chamber of Commerce 


The following resolution, supporting the railroads in their 
request for increased rates, has been adopted at an adminis- 
trative committee meeting of the Illinois Chamber of Commerce, 
at Chicago: 


Notwithstanding the fact that the transportation act, under 
which the steam railroads of the United States have been operating 
for something more than eleven years, assures to them a fair return, 
in the nine years ending in 1929 they earned an average of about 
4.45 per cent and in the eleven years ending with 1931 an average 
of about 4.14 per cent. 

However, on the basis of present earnings thus far during the 
current year, it would appear that there is grave danger of serious 
impairment of railroad credit. Such an event could only result in 
the discontinuation of their securities on the accredited list of legal 
investments for insurance companies, savings banks, trusts, et cetera, 
intensifying the present economic depression to a very serious extent. 

The steam railroads of the United States have recently petitioned 
your honorable body in the form of an application for an increase of 
15 per cent in all freight rates and charges for the purpose of meet- 
ing, in part at least, the emergencies which now confront them. 

The Illinois Chamber of Commerce has repeatedly declared that 
the rates charged for transportation should yield adequate return 
on the fair value of the property used by the railroads for trans- 
portation. It is not the province of this organization nor do we 
presume to attempt to determine what exact percentage of increase 
in freight rates should be accorded to the steam railroads by your 
body, but we do support such an increase as in the judgment of your 
body is reasonable in the circumstances and which will result in 
sufficient increased railroad revenue to insure the stabilization of 
railroad credit, permit of adequate rail transportation and improve 
the general economic status. 


An increase in freight rates would change the trend toward 
lower prices by halting the decline and economic conditions gen- 
erally would improve, according to views expressed by James R. 
Bancroft, president of the American Institute of Finance, of Bos- 
ton, Mass., in a letter to the Commission. He said if business 
was to recover in the next twelve months, the decline in com- 
modity prices must be halted. He said he knew of nothing that 
would be more potent in changing current trends than a blanket 
increase in railroad freight rates in this country. 

A pamphlet dealing with the financial condition of the rail- 
roads has been issued by Wilbur La Roe, Jr., who says in it 
that the impression has been given, in the public press and 
otherwise, that the railroads are in a _ serious condition 
financially and that there is urgent need for immediate relief. 
He says he believes what he submits in the pamphlet “will lead 
to the conclusion that the situation is far less serious than the 
public has been led to believe.” He does not deal with statistics 
of later date than December 31, 1930. 


Labor Resists Wage Issue 


Organized railroad labor will resist with all the power at its 
command any move to substitute a rail wage issue for the issue 
of reasonable rates, according to a statement issued July 25 by 
the Railway Labor Executives’ Association in session in Wash- 
ington. The association is composed of the head of the standard 
railroad labor organizations. The rail labor leaders said they 
were in favor of increases in freight rates where the facts dis- 
closed that such increases would be justifiable. They asserted 
that injection of the rail wage issue into the rate hearing was 
unwarranted and denied that railroad wages were high. 

The statement issued by the Railway Labor Executives’ 
Association follows: 


The petition of the railroads for a 15 per cent rate increase (which 
was filed with the Interstate Commerce Commission on June 17) 
should be considered on its merits. There is a law governing the 
duties of the Interstate Commerce Commission and providing the 
standards for reasonable rates. 

If under the law the railroads are entitled to earn more money 
and a freight rate increase will produce additional revenues, the rail- 
roads can properly appeal to the Interstate Commerce Commission 
for relief. The Commission is a well informed, public spirited body, 
possessing the ability and authority to fix just rates. The Commis- 
sion will not lack- information, advice and assistance in determining 
whether railroad revenues can be, and ought to be, increased through 
increased freight rates. 

We are in favor of increases in instances where the facts dis- 
close that such increases are justifiable. 

Unfortunately the question of the reasonableness of railway wages 
has been injected into the pending proceeding, first through its dis- 
cussion in the railroad petition, and then through objections to the 
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rate increase offered by various protestants claiming that instead 
of increasing freight rates the roads should reduce wages. The 
injection of this issue into the rate hearing is unwarranted. 

The Interstate Commerce Commission has not been given juris- 
diction to determine the reasonableness of railway wages. On the 
contrary, other governmental agencies have been provided to supple- 
ment collective bargaining by which it is the settled legislative policy 
of the government that wages should be fixed. A debate before the 
Commission between railway labor and railway managements upon 
the reasonableness of wages, would be out of place. It would be 
clearly improper for railway managements or others to attempt to 
raise this wage issue before the Commission, and to ask the Com- 
mission, even by delicate suggestion, to join in criticizing the ad- 
ministrative machinery provided by Congrses to determine the rea- 
sonableness of railway wages. But since this issue has been raised, 
the railway labor organizations wish to make their position clearly 
understood. 

It is not true that railway wages are high. The vast majority 
of men in railway employment do not earn today, and have not 
earned for years, wages equal to those of men engaged in similar 
work, calling for similar skill, in private industries. There are sev- 
eral hundred thousand railway men who have been out of work 
for over a year. There are as many more who have been working 
only part time for many years. A substantial part of this burden 
of unemployment is being carried by the men who are employed. 
Even in the days of prosperity, railway workers failed to gain in- 
creases proportionate to general increases of wages, and no large 
group of industrial workers has suffered more than railway men 
from the displacement of man power by machines. More traffic was 
handled by the railways in 1929 than in 1920, with 370,000 less men. 
This year an additional 300,000 are unemployed and a large percent- 
age of those remaining are working part time. 

Railway labor has submitted its claims to arbitration after arbi- 
tration in the last five years and without exception impartial boards 
have found that railway labor was underpaid. The nation-wide de- 
pression of today has been caused by low wages, by the excessive 
profits of the few and the underpayment of the many, whose pur- 
chasing power would not absorb the flood of goods that industry 
produced. We do not believe that the way out of the depression 
is to aggravate the cause of the depression. 

There is a very good reason why well informed railroad executives 
have not responded to the pressure of outside forces urging wage 
reductions. The facts will not support such a demand. There are 
several hundred thousand men in the lower paid groups of railway 
labor earning less than $1,000 a year. There are several hundred 
thousand in the medium paid groups who earn less than $1,500 a 
year, yet these include men of the highest grades of mechanical 
skill whose wages have always been much higher in other industries. 
The comparatively small number of railway employes who earn a 
decent livefihood are men of long experience and heavy responsibility 
who are, for the most part, subject to demotions and part time em- 
ployment as traffic fluctuates and who never attaian the compensation 
and security obtained by men of similar capacity in other walks of 
life. 


Again let it be pointed out that an industry that has a con- 
stantly declining labor cost has no just claim to reduce wages. The 
fact is that the railway worker today is producing more than twice 
the service of twenty years ago, but his wages will not purchase 
anything like twice. as much of other services and products. The 
fact is that the cost of labor to the railroads is less for service ren- 
dered than ever before in history. 


Between 1923 and 1929 the revenues of the railways per employe 
increased over $400, and the compensation paid increased less than 
$100, leaving a net gain to the owners of $300 per employe. This gave 
the owners approximately $500,000,000 a year additional profit made 
out of the employes, or enough to pay 6 per cent interest on $8,333,- 
000,000 of additional investment. 


The railroads reported an increased investment in this same period 
of only $4,093,000,000. Thus it is proved that the roads were getting 
out of increased labor efficiency in 1929 an increased annual profit 
of over $250,000,000 in excess of a fair return on their additional fn- 
vestment. Wages could have been increased, but there is no justifica- 
tion for reducing wages when every employe is producing a larger 
profit for the employer than ever before. 

We have no desire to prejudge the issues of the pending rate case. 

Every one must recognize that railway labor has a direct interest 
in increasing the traffic and the revenues of the railways, but we 
deny that there is any justification for seeking to increase the net 
revenues through the process of reducing the wages of employes. 
Railway labor has an interest equal to that of management and 
coinciding with the public interest in just and fair regulation. But 
we would warn those who would evade the issue of reasonable rates 
and, with appeals to prejudice and misinformation, would seek to 
substitute a wage issue, that no impartial review of the facts will 
support their contentions. The railway labor organizations not only 
are united and prepared to resist any such move with all the powers 
at their command; they are also fortified with the solemn agree- 
ment between representatives of employers and employes and the 
government of the United States not to permit the pressure of a 
business depression to be used as the excuse for breaking down 
the American standard of living and compelling men to labor for 
less than just compensation for their services. 


The Railway Labor Executives’ Association is composed of 
the following: D. B. Robertson, president, Brotherhood of Loco- 
motive Firemen and Enginemen; E. J. Manion, president, Order 
of Railroad Telegraphers; Sam Berry, president, Order of Rail- 
way Conductors; J. A. Franklin, international president, Inter- 
national Brotherhood of Boilermakers, Iron Shipbuilders and 
Helpers of America; A. O. Wharton, president, International 
Association of Machinists; C. J. McGlogan, international vice- 
president, International Brotherhood of Electrical Workers; 
J. G. Luhrsen, president, American Train Dispatchers’ Associa- 
tion; D. W. Helt, president, Brotherhood of Railroad Signalmen; 
F. H. Fljozdal, president, Brotherhood of Maintenance of Way 
Employes; A. B. Devlin, representing National Organization of 
Masters, Mates and Pilots of America; M. S. Warfield, president, 
Order of Sleeping Car Conductors; A. F. Whitney, president, 
Brotherhood of Railroad Trainmen; George Harrison, grand 
president, Brotherhood of Railway and Steamship Clerks, 
Freight Handlers, Express and Station Employes; Martin F. 
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Ryan, president, Brotherhood Railway Carmen of America; Roy 
Horn, president, International Brotherhood of Blacksmiths, Drop 
Forgers and Helpers; T. C. Cashen, president, Switchmen’s 
Union of North America; A. Johnston, grand chief engineer, 
Brotherhood of Locomotive Engineers; B. M. Jewell, president, 
Railway Employes’ Dept., A. F. of L.; C. M. Sheplar, president, 
National Marine Engineers’ Beneficial Association; L. Wicklein, 
vice-president, Sheet Metal Workers’ International Association; 
J. F. Fyan, president, International Longshoremen’s Association ; 
J. F. McNamara, president, International ‘Brotherhood of Fire- 
men and Oilers. 
Chicago Resolution 


A report that the Commission, in the hearing last week in 
Ex Parte No. 103, the increased rate proceeding, had refused 
to receive the resolution adopted by the Chicago Association of 
Commerce relating to the proposed 15 per cent increases in 
rates, is dealt with in correspondence between Chairman 
Brainerd and Ezra J. Warner, of Chicago, Il. 


Witnesses representing chambers of commerce that had 
adopted resolutions relating to the case were permitted to testify 
about such action, but the resolutions, under the Commission’s 
rules, were not received as evidence in the record, but were 
received for filing in the correspondence section of the case, to 
be treated as letters and other communications. Resolutions are 
not received as evidence because those who adopted them are 
not present for cross-examination. 

Mr. Warner wrote Chairman Brainerd that he noted with 
interest and with surprise “the reception by your distinguished 
body of the resolutions anent the steam carriers’ application for 
15 per cent increase in rates and charges which our Chicago 
Association of Commerce sought recently to file with you.” 


“It is reported here in Chicago,” said he, “that permission 
was refused; and that the reason was solely that we had sug- 
gested in our resolution that consideration should be given to 
the subject of the wages paid to railway labor, in the bearing 
which these might have upon ‘adequate revenue.’ ” 

Mr. Warner asked the chairman if the report was true and 
if so, why. Chairman Brainerd replied as follows: 


With reference to the matters to which you refer: 

I call your attention to the fact, which does not seem to be well 
understood by the public, that the law requires this Commission to 
dispose of all such matters only upon the record as made after a 
full opportunity has been afforded all parties interested to be heard 
at a public hearing. Letters, telegrams, resolutions, editorials and 
newspaper articles are not competent evidence and, while ordinarily 
received by the Commission and filed in the correspondence section 
of the docket, form no part of the record upon which a decision can 
be properly based. 

In a public notice issued July 22, 1931, we called attention to 
the fact that evidence would not be received in this proceeding re- 
garding the level of railroad wages. It is considered by the Com- 
mission that such evidence would not be pertinent to the inquiry 


and that if relevant it would, under the circumstances of this case, , 


be impracticable to consider it in connection with the matter directly 
brought in issue by the carriers’ application which prays that we 
grant permission to them to file percentage supplements to existing 
tariffs increasing all freight rates and charges 15 per cent without 
complying with the ordinary rules of tariff publication. 


The American Sugar Cane League, in a communication 
opposing the carriers’ application, urges that steps be taken 
to relieve the railroads of the enormous overhead represented 
by their investments in station and terminals, “that were built 
in response to the insistence of the communities in which they 
are located as a tribute to the pride and prestige of those com- 
munities and which have been constructed at an outlay far 
exceeding the legitimate necessities of the carriers.” Expen- 
sive, ornate and palatial stations and terminals, said the 
league, ought to be taken over by the municipalities and used 
by the railroads on a low rental basis. It said these terminals 
owed their unnecessary magnificence largely to the grandiose 
pretensions of the people of the cities where they had been 
erected and that to make the impoverished farmers of the 
country pay higher rates in order that such ornamental burdens 
might be carried was all wrong. 

An increase in rates will be opposed by the American Cot- 
ton Manufacturers’ Association, the Cotton Manufacturers’ Asso- 
ciation of North Carolina and the Cotton Manufacturers’ Asso- 
ciation of South Carolina, which have advised the Commission 
that conditions in the cotton industry make it impossible for 
petitioners to accept voluntarily any increase in rates on the 
finished product or in any of the elements entering into the 
cost of production, including inbound freight rates. 


N. Y. Shippers’ Conference 


Approval, with reservations, was given by the Shippers’ 
Conference of Greater New York to the petition of the railroads 
for an increase in freight rates, after two hours of discussion 
at a special meeting. Resolutions were adopted placing the 


conference on record as not being opposed to the increase “if 
found justified” and provided present port differentials between 
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New York, Norfolk, Philadelphia, Baltimore and other ports are 
maintained. 

A sharp difference concerning the type of increase to be 
permitted developed among the traffic experts, some insisting 
on the addition of a percentage of present rates and others on 
a flat-rate increase. The conference finally agreed not to de- 
clare itself regarding the method to be followed. 

The sentiment of the conference was expressed in two reso- 
lutions declaring that “if the carriers satisfy the Interstate 
Commerce Commission that their financial condition warrants 
an increase in rates, the Shippers’ Conference of Greater New 
York will not oppose such a decision,’ and that the conference 
“goes on record as not opposing the increase in rates if it is 
found justified, provided the present relationships are not dis- 
turbed.” The resolutions were presented by William J. Mathey, 
traffic manager for the Publishers’ Association of New York, and 
Milton P. Bauman, traffic consultant of the New Jersey Traffic 
Advisory Committee. 

Mr. Mathey was selected to represent the conference at 
hearings of the Interstate Commerce Commission. William H. 
Chandler, chairman of the conference, will represent the Mer- 
chants’ Association of New York at a conference with repre- 
sentatives of the railroads and port groups from Boston, Balti- 
more, Philadelphia and Norfolk at the offices of the Trunk Line 
Railroad Association. The object of the conference is to de- 
termine the policy which the railroads plan to inaugurate on 
port differentials and associated matters if the rail rate increase 
is granted. 

A letter read by Chairman Chandler from J. F. Atwater, 
manager of transportation of the American Hardware Corpora- 
tion of New Britain, Conn., who was unable to be present be- 
cause of another meeting in his own city on the same subject, 
stated that New England was opposed to a percentage in rates 
“inasmuch as it would upset competitive relationships and would 
place the long-haul shippers at a disadvantage with the short- 
haul shippers.” He said it would prefer a flat-rate increase 
and he closed by suggesting a graduated scale of rates some- 
what on lines previously suggested by A. P. Welsh, traffic man- 
ager of the Brooklyn Chamber of Commerce. 

W. C. Sauer, traffic director, National Equipment Corpora- 
tion, Koehring Division, in a letter to Secretary McGinty, said 
he wished to place himself on record concurring in the “advis- 
ability of a general increase in freight rates amounting to 15 
per cent.” He added that Philip A. Koehring, president of the 
National Equipment Corporation, was “heartily in favor of this 
increase.” In discussing the matter with him, Mr. Sauer said 
Mr. Koehring “stated very emphatically that the railroads of our 
great nation must be saved in order to avoid a terrible calamity,” 
and pointed out that in a great many cases the railroad com- 
panies directly affected the continuance of manufacturing inter- 
ests and only the continued operation of railroads could preserve 
the nation. He said it was Mr. Koehring’s “prayer that the 
increase in freight rates go into effect immediately.” 


INVESTIGATION OF PRACTICES 
The Traffic World Washington Bureau 


Secretary McGinty, of the Commission, has advised T. M. 
Henderson, of the Southern Traffic League, that the Commis- 
sion’s investigation in Ex Parte No. 104, practices of carriers 
affecting operating revenues or expenses, “is entirely independ- 
ent of” Ex Parte 103, the increased rate proceeding. ( See Traffic 
World, July 25.) 

Mr. Henderson inquired whether the investigation in Ex 
Parte 104 would be completed prior to decision in Ex Parte 103, 
and whether facts developed in Ex Parte 104 would doubtless 
consideration in conclusions reached in Ex Parte 103. 

In addition to stating that Ex Parte 104 was independent of 
Ex Parte 108, Mr. McGinty said Ex Parte 104 would doubtless 
be a “continuing investigation,’ and that the Commission would 
from time to time take up various matters for investigation as 
facilities and staff permitted. 

A number of inquiries regarding the investigation in Ex 
Parte 104 have been received by the Commission, most of them 
asking for the order instituting the inquiry and information that 
may develop later. 

James F. Dougherty, traffic manager of the Michigan Paper 
Mills Traffic Association, Kalamazoo, Mich., in a letter with 
reference to Ex Parte 104, asking for a copy of the order, said: 


This is a subject in which we are very much interested and have 
some very decided views as to wasteful service performed by the 
carriers who solicit business via routes up to 100 per cent circuitous 
which, of course, cuts their ton mile earnings in half, but as we view 
it does not decrease their operating costs per ton per mile. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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The Industrial Tractor as a Switch Engine 


Invasion of the Transportation Field by the Tractor Brings About Many Switching Economies— 
Industrial Switching Jobs Range from Occasional Spotting of a Single Car to 





Handling Hundreds Daily 


Special Equipment and Railroad Use 


By HOMER H. SHANNON 


that supplied by the industrial tractor. Its versatility 
has given it a wide range of application in almost all 
forms of industry and agriculture and recently it has been 
taking over a great many odd jobs in the field of transportation. 
Conspicuous in that list is spotting 
cars or performing a general car 


Or: of the most versatile forms of power available is 


these tracks. The tractor brings the cars up to the unloading 
point and moves them away, about fifteen minutes being re- 
quired for unloading, and does it without any waste of time on 
the part of the men employed in the unloading operation. Rain 
makes conditions in the yard so bad, at times, that only the 

track-type tractor would serve on 

this job, though in other situations a 





switching function. 

“Tractor engineers have dis- 
covered, in analyzing fields for their 
products, that every sound pros- 
pective sale is a job of transporta- 
tion,” one manufacturer is quoted as 
saying—using the word “transporta- 
tion” in its broadest sense. But 
transportation, in the narrow sense, 
is finding an increasingly large 
number of uses for this highly effi- 
cient brother of the truck 

As a switch engine, the tractor 
meets all the requirements of plant 
movement of cars in a large num- 
ber of industries, and that without 
the heavy, ponderous characteristics 
of the steam locomotive. It does the 
emergency job when it is wanted 
and takes a straight line to and 
from the _ operation. 
switching problem is not of major 
size, it offers the advantage of the 
general utility man as against the one who can do only a par- 
ticular kind of work. Its use for spotting cars, moving them 
up and down a loading platform, and similar operations, repre- 
sents sanity in the application of power to the job. 

“It is about as sensible to bring in a steam locomotive to 
move a Single car as it would be to use a steam shovel 
to dig a post hole,” commented one traffic manager in 
explaining the use his organization made of the tractor. 

“In industrial switching, or spotting of cars for 
loading, unloading, and for other purposes, the one 
requirement uppermost 
in mind is to get the 
car or cars moved 
when desired,” he said. 
“Often operating condi- 
tions for the tractor 
are poor. But power 
and traction in abun- 
dance are supplied by 
a track-type tractor.” 


Typical Operations 


One of the most 
interesting operations, 
illustrating the adapt- 
ability of the tractor as 
a switch engine, is that 
at the Ball Brothers 
Strawboard Company, 
Noblesville, Ind. A 
model “thirty” of one 
of the standard manu- 





At the plant of the Alviso Salt Co., Alviso, Calif., a 
tractor is regularly used to spot empty and full cars. 
Where the The illustration shows a caterpillar pulling a car of 
salt from the washing plant at stock pile. 







wheeled tractor may be more suit- 
able. 

Where switching of cars must 
be accomplished on smooth or wood 
runways, maximum drawbar pull 
and traction is obtained from the 
track-type tractor by use of rubber 
tracks. Equipment of that kind is 
used by the American Tobacco Com- 
pany. When it came to install the 
caterpillar type of tractor, accord- 
ing to officials of that company, it 
was estimated that two machines 
would be needed for the _ plant 
switching, based on previous experi- 
ence, but the ease of turning, speed, 
and maneuverability of a caterpillar 
“twenty,” made a second machine 
unnecessary. 

At the plant of the American 
Steel and Wire Company, Worcester, 
Mass., a single tractor is performing, 
as only a part of its daily stint, work 
that was formerly done by a steam locomotive and eight men. 
The tractor and four men haul steel rods from the rod mill to 
the spring department, where formerly a steam locomotive 
and twelve men were used, creating a saving in man-hours, 
alone, of eight hours for every hour the tractor is on that par- 
ticular job. Not only are the man-hours saved, 
but, as the locomotive had to be brought a 
considerable distance to the job and go 
through several switches before arrival at 
the spring department, a considerable saving 
resulted from release of the locomotive to 
work up to its size. 

The steel rods 
weigh from 250 to 400 
pounds each and are 
from 160 to 200 feet 
long. Twenty-five rods, 
on the average, are 
handled each trip, in- 
dicating the power re- 
quired to drag the load 
along the tracks adja- 
cent to the spring mill. 

This particular 
tractor is also used for 
a variety of other jobs 
around the _ 108-acre 
steel plant, such as 
hauling cars, moving 
heavy pieces of ma- 
chinery, ete. 


Many Sizes and Types 








facturers is used there, Adapted 
not only for switching ; 
ears to and from the A caterpillar “twenty” with all-steel side boom tearing up abandoned track on All the standard 


docks of the factory, 
but for handling gon- 
dolas of coal to-the power plant. In the straw handling season 


it is necessary for the company to keep plant production at 
capacity as well as to build reserves of straw for the winter 
supply. For about two months several hundred cars must be 
handled daily. As trackage in the plant yards is limited, it is 
necessary at times to hold cars on tracks leading into the 
yards for a considerable distance. The yard is a blind end of 





the Nickel Plate at East Peoria, IIl., and placing old ties on the car. 





commercial sizes of 
tractors are used for 
switching, many instances having been reported where tractors 
of comparatively small size are handling as many as two fully 
loaded cars regularly. 

In operation of the Schrom River Pulp and Paper Company, 
a fifteen horse-power tractor handles two and sometimes three 
loaded cars of paper. In one place, a “sixty” pulled a gross 
load of 368 tons and, on a dumping track in a fill, with a 2 per 
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OR a great many years four fast, 

merchandise trains of the Norfolk 
and Western Railway were building 
an enviable reputation for dependa- 
bility---two trains from the Midwest 
(Columbus and Cincinnati), to the Vir- 
ginias and the Carolinas, including the 
Port of Norfolk on the Atlantic Sea- 
board; and two inland trains in the 
opposite direction. 

Romance and history is associated 
with the territory served by these 
trains; in a like manner, unexcelled 
service became associated with the 
operation of these trains. So that 
they might be identified more closely 
with the region they served and the 
character of this service the railway 


asked its employees to select appro- 
priate names for them. 

As a result of a spirited name con- 
test, the two eastbound trains became 
“The Skipper” and “The Pilot’--- 
names associated with those hardy 
seafarers whose knowledge of clear 
traffic lanes enables them to guide 
cargo ships safely into or out of port. 
With equal efficiency and safety the 
modern skippers and pilots of these 
dependable trains guide a vast ton- 
nage of merchandise that supplies 
the necessities and luxuries of great 
producing and consuming areas. 

The two inland, or westbound trains, 
were named “The Nomad” and “The 


Caravan”. Being carriers of through 


ROANOKE 





orc 
inc 











of 


wi 





pe 
shi 


tet 


ite} 


a 


tra 


Heh 


NORFOLK AND WE! 


{ 








August 1, 1931 





merchandise cars bound for distant 
points, these names typify modern 
progress—ever onthe move—extend- 
ing good merchandise and good serv- 
ice throughout the nation. They are 
the modern nomads—the twentieth- 
century caravans—who have aided in 
transforming the barter and exchange 
of the early settlements to the world- 
wide commerce of the nation. 

The railway’s intensively trained 
personnel takes pride in the fact that 
shippers and receivers of freight in a 
territory stretching from itsgreatocean 
terminals at Lambert Point (Norfolk), 

a.,to the Midwest rely on these four 
trains that so consistently arrive at 
their destination “on time.” 


ISTERN 
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“THE SKIPPER” 
“THE PILOT” 
“THE NOMAD ” 
“THE CARAVAN” 


Norfolk and Western Freight Traffic Department rep- 

resentatives, in key cities from coast to coast, are at 

your service, always, and will welcome any opportu- 
nity to aid in solving your traffic problems 
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Railroads Use Them, Too 


Railroads as well as industries have found a place for 
the tractor in switching work. Around car shops, at store- 
houses, and in other connections, cars containing badly 
needed material are quickly brought into place by the in- 
dustrial tractor, when a wait of several hours might be 
necessary before steam power would be available. At other 
times, when, for one reason or another, it is not practical 
to move the rail car, the tractor is driven to the car with 
a string of trailers and the needed material unloaded 
there. 

An illustration of efficient use of a tractor by a rail- 
road is offered by that of the Burlington at its scrap dock at 
Eola, Ill. 

“We handle 95,000 tons of scrap at this plant annually,” 
explained the official in charge. “The scrap dock is 2,004 
feet long and is served by two 15-ton cranes, each crane 
having a span of 130 feet. There are two tracks, one on 
each side of the dock, one for unloading the incoming scrap 

All switching operations at the 350-acre watermelon farm of C. B. and the other for loading the sorted scrap. The scrap is 
Watson, Wellerton, Ga., are performed by this tractor. unloaded on sorting tables by the cranes, where it is classi- 

fied in piles around the tables. The cars to be loaded with 

cent grade, it pulled a maximum of 1,800 tons. the sorted scrap are placed at the extreme end of the dock. Two 

In an installation of the Missouri Portland Cement Com- empty cars are placed at the first sorting station by the tractor. 
pany, at Prospect Hill, Mo., a fifteen horse-power tractor is When the scrap has been loaded, the tractor moves the cars to 
used as a locomotive in handling material on a narrow gauge the succeeding stations until they are completely loaded. Then 
railroad. Twenty cars have the tractor moves the cars 
been pulled at a_ time. to the west end of the dock. 
Twelve cars represent an This operation is continued 


























average load—this on an 8 
per cent grade with 4,000 
pounds to a car. 

Even using the ordinary 
steam locomotive, ice, snow 
and slippery operating con- 
ditions often mean substan- 
tial obstacles in the way of 
getting cars placed 
promptly where they are 
wanted. Even under the 
most adverse conditions, in 
good and bad weather, rain 
or snow, the properly 
adapted tractor has been 
found to give all-the-year- : 
round service by many com- em 
panies, approximately 
equal to what might be ob- 
tained from any kind of 
equipment. 

Though the _ standard 
industrial tractor without 
any special equipment is 
performing many switching 
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until all the sorted scrap of 
the different classes has 
been loaded.” 

The averaging loading 
time, using the tractor, he 
said, is thirty minutes. 
Without a tractor, it was 
explained, it would’ be 
necessary to bring’ the 
scrap a long distance with 
the crane and the loading 
time would be increased to 
approximately two hours a 
car. Based on the average 
number of cars_ loaded, 
which is six a day, the sav- 
ing brought about by use 
of the tractor amounted to 
$16.00 a day, he said. 

At other points, tractors 
are not only used to place 
and remove rail cars, but 
to load them and unload 
them. Special crane or 





jobs, particular equipment 
designed just for that is not 


lacking. It is commo yrac- A full-sized switching job being performed by a rail adaptation of the : 
— ghee tractor at L. M. Gray quarry, Gainesville, Fla. operations. 


tice for railroads to equip 
tractors used in switching 
work with bumpers, provided by a number of manufacturers. 
Both front and rear bumpers are provided, making the 
equipment either a pusher or puller. A typical front bumper 
is made of boiler plate steel, a half or three-eighths of an 
inch in thickness, perforated to allow free circulation of air. 
Equipped with bumpers, the tractor can perform almost any 
kind of pushing job, in addition to that of shunting cars 
over rails, from pushing material into pins and evening 
lumber piles. 
A True Locomotive 


Further specialization along the same line has brought 
about the combination of a tractor power unit and specially 
designed rail chassis, for use on either narrow or standard 
gauge track, as a standard switching unit. Equipment of 
this type is adaptable to many switching operations, on a 
full-time basis, without the large capital outlay involved 
in the purchase of a steam locomotive. A typical machine 
of this character is the Brookville Locomotive, using a 
McCormick-Deering (International Harvester Company) 
power plant, which is made in 8, 10, and 12 ton models, 
designed primarily for spotting standard freight cars. They 
carry three working speeds in both forward and reverse 
operation, and will handle a single loaded freight car 
against a substantial grade, or several cars over a compar- 
atively level track. Original cost, as well as upkeep, is only 
a fraction of that of the steam locomotive. The gasoline 
engine is always ready for work, it is pointed out, while 
the steam engine requires either continuous attention or 
time to get into action, 





winch equipment vastly ex- 
tends the range of possible 























This tractor and four men are now doing work formerly requiring a 
steam locomotive and twelve men. 
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MOTOR VEHICLE TAXATION 


Taxes levied on motor vehicles in the United States in 1930 
amounted to 18.3 per cent of their valuation, according to the 
national taxation committee of the American Automobile Asso- 
ciation. 

The study of the committee disclosed that the 26,523,779 
motor vehicles in the United States had an approximate valu- 
ation of $5,460,716,620, on which were levied $1,000,388,270 in 
registration fees, personal property and gasoline taxes,” said the 
association. 

“This tax levy on motor vehicles,” said Col. Sidney D. Wal- 
don, of Detroit, chairman of the A. A. A. committee, “is equiv- 
alent to 18.3 per cent of their valuation and demonstrates clearly 
the heavy burden imposed on this form of property.” He con- 
tinued: 


Our valuation figure for all vehicles registered in 1930 is based 
on charts compiled from appraisal and sale figures for used cars 
throughout the United States. These charts carried over a period of 
years show that the average value of the average vehicle through 
its average life of approximately seven years is 25.48 per cent of the 
purchase price. 

According to the figures of the automobile industry the motor 
vehicles produced in the United States and Canada in 1930 had an 
average wholesale value of $606 each. This represented approximately 
seventy-five per cent of the retail price, from which it will be seen 
that the average retail price per vehicle was $808. 

The average value of a vehicle purchased for $808 through its 
average life would be 25.48 per cent of its purchase price or $205.88. 
By multiplying the 1930 registration, namely, 26,525,779 by $205.88, it 
will be seen that the value of all motor vehicles as of that year was 
$5,460,715,620. The tax bill of $1,000,388,270 was made up of $355,704,860 
in registration fees, $494,683,410 in gas taxes and $150,000,000 in per- 
sonal property taxes. 

A tax of nearly twenty per cent per annum on any form of prop- 
erty is almost prohibitive. Adoption of the tax principles approved 
at the recent annual convention of the American Automobile Associa- 
tion would go a long way toward the prevention of further pyramid- 
ing of motor taxes and the safeguarding of motor revenues for pres- 
ent and future road needs in rural and urban areas. 


ILLINOIS MOTOR LEGISLATION 


An injunction against enforcement of the revised highway 
bill passed at the last session of the Illinois legislature has 
been granted in the federal district court at Danville, Ill., by 
Judge Walter C. Lindley. The new law makes drastic revisions 
in taxation and other regulations affecting commercial highway 
vehicles. The injunction was granted on the application of the 
Contract Cartage Company, of Lansing, Mich., followig arrest 
of one of its drivers. A large number of other motor vehicle 
operators intervened. Complainants contend the new law would 
place improper restraint on interstate commerce and that it is 
unconstitutional and unreasonable. 

This action of the federal court, in conjunction with that 
previously taken by a state court at Springfield, Ill. (see Traffic 
World, July 25, p. 193), is thought to presage a bitter fight 
against the new legislation by commercial highway operators. 

The injunction granted by Judge Lindley specifically re- 
strains police and automobile investigators from enforcing the 
law. A hearing to determine whether the injunction shall be 
made permanent will be held before a three-judge court in 
September. 

Briefly, the new law increases taxation of common carrier 
trucks and certain other classes of commercial motor vehicles 
approximately fifty per cent; maximum length of highway units 
is reduced from 65 to 40 feet, pneumatic tires are required, 
effective January 1, 1932, and an entire new code is set up for 
vehicle lights, tonnages and other matters. With the exception 
of the provision as to vehicle length, which is to take effect 
January 1, 1933, and that as to pneumatic tires, the law was 
effective at once. 








ALABAMA MOTOR REGULATION 


The new act of the Alabama legislature regulating the op- 
eration of common carrier trucks and busses, or motor vehicles 
that operate over fixed routes between given termini, which 
became effective July 15, will yield an annual income of ap- 
proximately $100,000 to the state and counties, according to 
J. O. Hamby, chief of the motor transportation division of the 
state commission. 

The act, aside from placing the tax such operators must 
pay on a mileage basis in lieu of a gross revenue basis, as was 
formerly the case, also makes rules governing the regulation 
of such operations and gives the Public Service Commission 
authority to supervise bus stations. 


MEETING TRUCK COMPETITION 


The Illinois Terminal Railroad System, “believing that long- 
haul transportation of freight can be more economically and 
expeditiously handled by rail than by truck,” according to an 
announcement, has issued a tariff, effective July 27, providing 
for commodity carload rates on merchandise rated fourth class 
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or higher. The new commodity carload rates apply in connec- 
tion with minimums of 10,000, 20,000 and 36,000 pounds a car, 
lower rates applying for the minimums higher than 10,000 
pounds. The tariff provides that cars may be stopped at inter- 
mediate points partly to unload at charge of $5 a car for each 
stop-off. 

Through a coordination of services of local transfer com- 
panies and the railroad, shippers and consignees may have the 
benefit of pick-up and delivery service if they desire at prac- 
tically the rail rates for less-than-carload shipments, it is stated. 


RAILROAD STATION USED BY BUSSES 

Utilization of the Chicago passenger station of the Chicago 
& North Western by Chicago & North Western Stages, bus 
operating subsidiary of the railroad, was begun July 27, when 
transcontinental busses operating through Omaha to points west 
and the Pacific coast, St. Paul-Minneapolis and Milwaukee made 
the Madison street station their central point of interchange, 
as announced by George W. Hand, assistant to the president 
of the North Western. This marks the first time busses in this 
territory have used a railroad terminal in a major city for load- 
ing. The arrangement was made, it is stated, so that travelers 
may have better interchange between rail and bus and ample 
station facilities at their disposal. Interchange will also be 
made at the rail station between Chicago and North Western 
Stages and connecting lines. 





N. C. BUS BAGGAGE LIABILITY 


The Supreme Court of North Carolina, in No. 253, R. A. 
Knight vs. Carolina Coach Co., on appeal from Wake Superior 
Court, has affirmed the judgment of the lower court, which 
was that the plaintiff was limited to the recovery of $50 as 
damages for the loss of personal effects in a hand bag checked 
by the bus company. Suit was entered for the full amount of 
the loss, $158.50. The value of the property lost by the coach 
company was found to have been $148, but the court held the 
judgment to $50, the amount provided for in a regulation ap- 
proved by the North Carolina Corporation Commission. The 
regulation also provided that the passenger might hold the coach 
company in damages for a greater amount by the declaration 





G. N. ENTERING CALIF. 


Empire-building in the West, begun more than fifty years 
ago, goes forward despite economic depression. A few days ago 
the giant tracklaying machine shown herewith, threw Great North- 
ern rails across the Cregon-California state line, marking the re- 
alization of the ‘“‘“Empire Builder’s” ambition to push the Great 
Northern southward to the Golden Gate. Fifteen million dollars 
is being expended by the Great Northern and Western Pacific 
on the 200-mile link in northern California, which will give the 








northern tier of states, between the Great Lakes and the Pacific 
Ocean, a direct connection with San Francisco. The line will 
be completed this year and open to passenger travel early next 
spring. 

Nearly two miles of track are being laid daily. Long trains 
of flat cars with ties and rails are switched onto the rear of the 
track machine every day and mechanical carriers convey the 
track material, the ties on one side and the rails on the other, 
to the “end of the track,’ where they drop in place as workmen 
drive the spikes with pneumatic hammers. 
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of a greater amount and the payment of a fee to cover the 
liability created by the declaration. 

The appellate court found that the legislature had the 
power to authorize the Corporation Commission to prescribe 
such a regulation and that the regulating body had properly 
exercised the power delegated to it. 


GRADE CROSSING ACCIDENTS 

Although there were reductions both for the month of April 

and for the four months’ period of 1931 compared with the 
same periods last year, in the number of accidents at highway 
grade crossings, reports filed by the railroads with the Com- 
mission showed increases in the number of fatalities in both 
yeriods. 
; Fatalities at highway grade crossings, according to the 
safety section of the American Railway Association, totaled 645 
in the first four months of this year, an increase of two com- 
pared with the same period in 1930, while the number of per- 
sons injured totaled 1,691, or a reduction of 217 compared with 
the same period the preceding year. The number of accidents 
at highway grade crossings in the first four months of 1931 
totaled 1,480, compared with 1,643 in the same period last year, 
or a reduction of 168. 

For the month of April alone, there were 339 accidents at 
highway grade crossings, a reduction of thirteen under April, 
1930, while 168 fatalities were reported as caused by those 
accidents, an increase of nine compared with the number for 
April, 1930. Persons injured in highway grade crossing acci- 
dents in April, 1931, totaled 389 compared with 385 in the same 
month the preceding year. 





AIR MAIL TO CANADA 


A bid of $2 a mile for transportation of air mail from 
Zangor, Me., to Halifax, by way of St. Johns, for 10 years, has 
been received by the Postmaster General from Pan American 
Airways Company of New York. This year the company would 
give three trips a week to September 30 and next year six trips 
a week between June 1 and October 30. 

INCREASED AIR BUSINESS 

“On account of greatly increased business” over Transcon- 
tinental and Western Air Express, it has been announced by 
T. B. Clement, vice-president in charge of traffic, that, effective 
Saturday, August 1, two additional round trips will be begun 
between Philadelphia and Pittsburgh and between Philadelphia 
and New York. Passenger business on the line for June in- 
creased 16 per cent over May, and July figures, while not com- 
plete, indicate a very substantial increase over June, it is stated. 





AIR WORTHINESS REQUIREMENTS 

The aeronautics branch of the Department of Commerce 
has announced the preparation of proposed amendments to the 
air worthiness requirements of the Air Commerce Regulations 
for Aircraft. A conference, the announcement said, would be 
held with the aircraft industry with regard to the proposed 
amendments in Washington on July 31. The text of the amend- 
ments and some of the figures illustrating part of the text have 
been printed in the Air Commerce Bulletin, a publication of 
the aeronautics branch. The figures not published, the Bulletin 
said, would be available at the conference. 


AIRPORTS AND LANDING FIELDS 

There were 206 more airports and landing fields in the 
United States on July 15 than there were on the corresponding 
date in 1930, according to a report prepared by the aeronautics 
branch of the Department of Commerce. 

On July 15, 1930, there were 1,657 municipal, commercial, 
intermediate, auxiliary, army, navy and miscellaneous govern- 
ment, private and state airports and landing fields, while on 
July 15, 1931, there were 1,863. 

California led all other states in the number of airports and 
landing fields, having a total of 169, while Texas was second 
with 133. Pennsylvania, with 90, occupied third place. Cali- 
fornia, aside from having the largest total, also had the largest 
number of municipal airports, 63, and tied with Pennsylvania in 
the number of commercial airports, 54. Alaska had the largest 
number of auxiliary fields, 60. 

The list compiled by the aeronautics branch shows that on 
July 15, 1931, there were 577 municipal, 601 commercial, 351 in- 
termediate, 259 auxiliary, 57 army, 12 navy and 6 miscellaneous, 
airports and landing fields. On July 15, 1930, there were 502 
municipal, 535 commercial, 333 intermediate, 206 auxiliary, 60 
army, 14 navy, and 7 miscellaneous, airports and landing fields. 
Of the total number of airports and landing fields the largest 
has occurred in the number of municipal airports. 
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There were 577 of these on July 15, 1931, while on that date a 
year before there were 502. 

Those fields established by cities and towns are classified 
as municipal, and those established by private commercial inter- 
ests are classed as commercial airports. Intermediate landing 
fields are established and maintained by the Department of 
Commerce on the federal airways, and are marked and equipped 
with lights and other air navigation facilities. 


AIR PASSENGER SERVICE 


Direct air passenger service from Chicago and the east to 
Denver has been begun by United Air Lines and Western Air 
Express, through connecting schedules at Cheyenne, Wyo. 
Leaving Chicago at midnight over United Air Lines, travelers 
may reach Denver the following noon, the Cheyenne-Denver leg 
being flown by Western Air Express. 

The “Twilight” plane service established three weeks ago 
between Chicago and New York by United Air Lines has proved 
a success, according to an announcement by that company, indi- 
cating general acceptance by the public of night airplane travel. 


AIR FREIGHT SERVICE 
The Trafic World New York Bureau 


Air freight service between Newark and Kansas City, the 
first regular line ever to be operated, is expected to be started 
next week by the Transcontinental & Western Air, Inc. No 
definite date has been set. 

The three reconverted planes which are to make the trip 
from Newark Airport to Kansas City, stopping at the most im- 
portant cities en route, are about ready for their work. It will 
take about eleven hours to cover the distance. 

Of necessity freight to be carried will be classified as to 
length and width and weight so that the available space accom- 
modation shall not be monopolized by any one firm. Nothing 
of an inflammable character will be accepted, but almost any 
other kind of merchandise will be. 

Three Fokker tri-motored machines have been converted 
from passenger ships to freight ships, allowing as much space 
as possible for the storage of merchandise. The service will 
follow a night schedule, one plane leaving at Kansas City for 
Newark at the same time as the other ship leaves Newark for 
Kansas City. The third ship will act as a reserve plane. 

The cities at which stops will be made for the delivery or 
receipt of freight are Philadelphia, Harrisburg, Pittsburgh, Co- 
lumbus, Indianapolis, Dayton and St. Louis. 


WORLD SHIPBUILDING 


A review of the world shipbuilding situation, prepared in 
the transportation division of the Department of Commerce, and 
published in Commerce Reports of July 27, shows that the vol- 
ume of merchant shipbuilding under construction in the prin- 
cipal shipbuilding countries of the world, except Russia, for 
which figures are not available, is now lower than at any time 
since pre-war days. In part, the review says: 





As compared with the preceding quarter, there is a decline of 
about 175,000 gross tons, and the present world total is almost 
1,340,000 tons below that of the period just before the war. 

Once again the bulk of the decline is accounted for by the ship- 
yards of Great Britain and Ireland, which show a decrease from 
the total in the quarter ended March 31 last of 138,000 gross tons. 
Little more than 500,000 tons of merchant ships are now being built 
in Great Britain and Ireland, a figure below which these countries 
have not fallen since 1892. 

In contrast with these conditions, an advance of 70,000 gross 
tons was shown for the total shipbuilding in the United States dur- 
ing the past quarter, bringing this country’s figure to a higher point 
than at any time since the end of the war building boom, and more 
than double the total for American shipyards in the period just be- 
fore the war. 

Spain was the only other nation to show a gain in shipping 
under construction during the past quarter; the total for all other 
countries than Great Britain and Ireland and the United States, 
taken together, showed a decrease of about 105,000 gross tons. As 
compared with a year ago, world shipbuilding has declined 1,232,000 
tons. 

Comparisons of the volume of shipbuilding during the past two 
quarters in the chief groups of countries are shown by the following 
figures, in gross tons, the June 30 figures standing first, followed 
by the March 31 figures (in parentheses): Great Britain and Ireland, 
555,603 (693,814); United States, 301,489 (231,003); other countries, 
968,895 (1,075,049); world total, 1,825,987 (1,999,866). 

As a result of the shrinkage in ship construction in Great Britain 
and Ireland, the United States is now builidng only about 250,000 
gross tons less than those countries. In the preceding quarter the 
gap was more than 460,000 tons; and a year ago it was in excess of 
1,150,000 tons. Just before the war, Great Britain and Ireland led 
the United States by about 1,575,000 tons. Less than a third of the 
world’s merchant tonnage is now being built in Great Britain and 
Ireland, whereas, hardly more than a year ago, they were build- 
ing more tonnage than all the other maritime nations combined. 

Of large ships, each of 20,000 gross tons or over, there are 
now being built 18, as compared with 14 at the end of March. 
United States shipbuilders lead, with 7 of these vessels under way. 
Five are being built in Great Britain and Ireland, and France and 
Italy are each constructing three. 
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Ocean Shipping News 


OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


Grain rates from Montreal to Antwerp-Rotterdam have 
fallen to a new low in the last few days with the fixture of a 
steamer in this direction at 6% cents. Rates from the Gulf 
to Antwerp-Rotterdam are also on a distress basis, one fixture 
being done at 10 cents. 

In other quarters the full cargo markets remain dormant 
and freight brokers see little sign of encouragement in the 
near future. The principal factor in the situation appears to 
be the situation in Europe and until this clears up charterers 
are likely to hesitate in making commitments. 

The coal market is generally quiet, except for some inquiry 
for the Adriatic, charters’ ideas being on the basis of about 
$2 or 70 cents on a time basis, with redelivery Adriatic. There 
is also business available to west Italy for middle August 
loading. 

Some activity was reported in transatlantic sugar cargoes, 
with two inquiries for cargoes, one from Santo Domingo for 
first half August and one from Cuba for last half August to 
United Kingdom-Continent, being circulated. 

In the time charter market, West Indies business showed 
rates slightly lower than previous fixtures, while the general 
time trade continued quiet. The tankers’ market continues 
featureless. 

In a statement issued in reference to a report published 
on the Pacific coast to the effect that the Isthmian and Calmar 
lines were retarding the movement of reorganization of the 
Intercoastal Conference and stabilization of both eastbound and 
westbound rates, C. B. Kellogg, chairman of the special inter- 
coastal committee appointed at the meeting with teh Shipping 
Board in Washington June 15, said: 

As chairman of the committee I deny that the position or atti- 
tude of either of the two lines mentioned has been other than of 
the most helpful and constructive nature, and the committee is con- 
vinced of the desire and sincerity on the part of those lines to bring 


order and stability into the intercoastal trade. Any statements to 
the contrary are wholly untrue and without foundation. 


It has been indicated that the Calmar Line, which is a 
subsidiary of the Bethlehem Steel Corporation, and the Isthmian 
Line, which is a subsidiary of the United States Steel Corpora- 
tion, will agree to observe conference rates, rules and regu- 
lations, even though they may not become members of the 
conference. 

Some measure of stabilization has already been attained 
through the fixing of westbound lumber rates at $10 a thousand 
feet for August, $10.50 for September and $11 for October, and 
the indication of general support for stated rates on others 
of the major commodities moving both eastbound and west- 
bound. 

The special committee has been working assiduously to 
bring about an end of the rate cutting which followed the dis- 
solution of the conference last February and various sugges- 
tions for pooling of revenues and allowances of differential to 
the former Group B lines have been discussed at committee 
and general meetings, with the result that it is confidently 
expected the special committee will soon be able to report 
material progress. 

The Barber Steamship Lines, general agents and operators 
of the American-West African Line, have been advised by their 
agents at Lobito, Angola, that cargo in transit for the Belgian 
Congo, Rhodesia or South Africa by way of the new Benguela 
Railway from Lobito to Elizabethville should be marked with 
a large black “T” in a circle set in the center of a red oblong. 
All such goods destined to the Belgian Congo must be mani- 
fested “in transit to Congo Belge,’ which statement must 
also appear on the bill of lading as well as the manifest in 
order to avoid an Angola duty of 2 per cent ad valorem. 

An ocean freight rate contract with a favorable differential 
for shippers who contract to give all of their business to lines 
of the Gulf Shipping Conference instead of chartering steamers 
for most of their tonnage and then offering the conference 
lines only the surplus was indorsed at the National Lumber 
Exporters’ Association meeting. E. B. Ford, New Orleans, 


Claude Sears, of Mobile, and R. C. Stimson were appointed as 
a committee to work with the Gulf conference in drafting a 
schedule of contract and non-contract rates with a suitable 
differential. 





to paragraph 3 of section 18 shows, 


The North German Lloyd and the Hamburg-American Line 
have divided the present outports’ service to Philadelphia, 
Baltimore, Norfolk and Newport News into two separate groups. 

The reported action of the Lamport & Holt Line in quoting 
rates on shipments from north Brazil ports to Europe via New 
York considerably below the rates quoted by the direct lines 
from the same ports to Europe has stirred up the competing 
lines. Some of the business on which the low rates are said 
to have been quoted is said to have been to New York on 
consignment, with the option of transshipment here to Europe. 
Although the volume of the optional shipments is admittedly 
small, it is held that this may call for some retaliation on the 
part of the other lines operating between New York and north 
Brazil. 

The Lamport-Holt Line, which is now operating two ves- 
sels in a monthly sailing schedule between New York and 
north Brazil ports, has become an aggressive competitor of the 
other lines in this trade since it was divorced from the Royal 
Mail group through the appointment of a receiver for the line 
last summer. 

It is indicated that the reported reduced rates to Europe 
will be met by the competing lines. In some cases the reduc- 
tions are reported to have ranged as low as 30 per cent below 
the direct rates. Heretofore it has been the practice of the 
lines to maintain the rates on a parity basis. 

Notice has been received by the Adriatic, Black Sea and 
Levant Conference of the cancellation of the agreement between 
the conference group and the Amrican & Indian Steamship 
Co. (Ellerman & Bucknail). The Silver Line, represented by 
the Kerr Steamship Co., is a member of the conference and the 
cancellation is in line with the recent announcement by Sir 
John Ellerman that he would not be a party to any conference 
in which the Kerr Line was a member. 


FAILURE TO FILE TARIFFS 


The Shipping ‘Board has rejected a contention by the 
Thames River Line, Inc., operating vessels on Long Island 
Sound between New York, N. Y., and New London, Bridgeport, 
South Norwalk and Norwich, Conn., that the regulatory jurisdic- 
tion of the board does not attach to it because the line’s opera- 
tions on Long Island Sound do not constitute transportation on 
the “high seas” within the meaning of section 1 of the ship- 
ping act. 


The board, by resolution adopted March 31, instituted an 
investigation as to the failure of the line to comply with section 
18 of the shipping act and the board’s regulations requiring filing 
with the board of maximum rates and charges. The board now 
finds that the line is subject to the law and must comply with 
the provisions of section 18 within twenty days from receipt of 
formal notice of the finding. 

Federal and state decisions directly involving the character 
of Long Island Sound under different statutes expressly held 
that body of water to be high seas, said the board, citing The 
Martha Anne, 16 Fed. Cas., 868, 869; Manly vs. People, 7 N. Y. 
295, 299 (3 Selden 295); Providence & New York S. S. Co. vs. 
Hill Mfg. Co. 109 U. S. 578 (3 S. Ct. Rep. 379). 

The respondent further contended it was not engaged in 
transportation on the high seas because its vessels were at no 
time more than three miles distant from land. The board said 
that that likewise found no support in the decided cases, citing 





U. S. vs. Newark Meadows Improvement Co., 173 Fed. 426. Con- 
tinuing, the board said: 
Review of the testimony in this investigation indicates that in 


contesting application of section 18 of the shipping act to its port- 
to-port services the respondent carrier is primarily influenced by an 
idea on the part of its operating officers that compliance with such 
section would in some manner result disastrously to that carrier's 
welfare. In the words of respondent’s witness in this connection. 
“The Thames River Line desires to point out that if it were to 
file tariffs for all of its so-called loca! business, the competition 
of the trucking companies, which is very keen, would be not only 
serious, but might even be disastrous; and it is well within the possi- 
bilities that a sufficient amount of tonnage would be lost to either 
materially curtail the business of the Thames River Line or to drive 
it out of business. * * * I base my opinion on the facts that the 
board requires a certain number of days in which to make any 
changes in rates. * 


* * If we were compelled to wait ten days in 
which to file or lower our rates to meet this competition, I 
that our business would leave us pretty soon.’’ 

We see no ground upon which the assertions on behalf of the 
respondent in this regard are or can be justified, and, as reference 
ap- 


fear 


the ten-day notice is not 
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plicable to reductions in rates; nor is such notice in any case re- 
quired by the board. Moreover, the other carriers engaged in com- 
parable interstate transportation on Long Island Sound that have 
voluntarily and without question for the past decade or more filed 
their tariffs of maximum rates, fares and charges with the board; 
have apparently experienced no such result as feared by the respond- 
ent. 

Upon the record in the instant investigation we conclude and de- 
cide that the respondent Thames River Line, Inec., is a common 
carrier by water in interstate commerce engaged in the transporta- 
tion of property on the high seas on regular routes from port to 
port between states of the United States, and as such is amenable 
to the regulatory provisions of the shipping act, 1916. An order di- 
recting the said Thames River Line, Inc., to comply with the pro- 
visions of section 18 thereof will be entered accordingly. 


7Colonial Nav. Co., New York, Providence, New Bedford; Dyer 
‘Transp, Line, Providence, Fall River; Fishers Island Nav. Co., Fishers 
Island, New London; Montauk & New London §S. B. Co., New Lon- 
don, Greenport; Pawtucket & New York S. S. Co., successor to Black- 
stone Valley Transp. Co., Pawtucket, New York; Starin New Haven 
Line, New York, New Haven; Bridgeport & Port Jefferson S. B. 
Co., Bridgeport, Port Jefferson. 





O’CONNOR PRAISES S. S. PRESIDENT HOOVER 

Praise for the new Dollar liner, The President Hoover, built 
with government aid under the Jones-White merchant marine 
act, was given by Chairman O’Connor, of the Shipping Board, 
at New York, July 31, at a dinner on board the vessel. He made 
an appeal for use of American flag ships by Americans. In part, 
he said: 

In several respects the President Hoover excels any merchant 
ship ever turned out by an American shipyard. In the first place 
she is the largest and, I believe, the most costly. Furthermore, she 
is furnished throughout in an exceptionally beautiful manner, possess- 
ing a number of features entirely new to ocean-going ships. Her 
navigating equipment is of the very highest type, resembling that 
of the most modern naval vessel. She is the largest all-electric mer- 
chant ship in the world. In view of the fact that she has accommo- 
dations for about 1,200 passengers and a crew of more than 300, 


it is interesting to note that she exceeds the exacting safety re- 
quirements laid down by the London convention on safety of life 
at sea. 


The Dollar Steamship Line deserves great credit for placing so 
splendid a vessel on their far east run. We confidently look forward 
to the time when they will have two round-the-world services, the 
second operating from west to east—in the opposite direction from 
their present well-known round-the-world service. Whatever their 
future plans may be, we extend to them our best wishes on this 
happy occasion, just as their latest and greatest ship is about to 
start on her maiden voyage to the Orient. For their admirable 
business foresight and enterprise, and for the remarkable way in 
which they have helped to make us once more commercially strong 
upon the sea, they are to be both congratulated and thanked. In 
her efforts to regain her former position on the trade routes of the 
world, America owes much to Robert Dollar and his sons. 








STATUS OF U. S. LINES 


Chairman O’Connor and Commissioner Cone, of the Ship- 
ping Board, resumed conferences in New York the latter part 
of the week in connection with their efforts to adjust the diffi- 
culties of the United States Lines. Proposals for the acquisition 
of the lines by the International Mercantile Marine, the Roose- 
velt Steamship Company, and a group headed by Kenneth D. 
Dawson, of Portland, Ore., have been discussed. There has been 
talk that a gigantic syndicate might be formed to take over the 
enterprise. Members of the Shipping Board have declined to 
discuss details of proposals that have been made with respect 
to the lines, and definite information from the board is not 
expected until a decision has been reached as to what the board 
thinks should be done. 





IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved an allotment of 
530,000 for operating and care of locks and dams Nos. 1-17, 
inclusive, in the Black Warrior, Warrior and Tombigbee Rivers, 
Ala., and an allotment of $10,000 for operating and care of locks 
and dams in the Coosa River, Georgia and Alabama. 

Secretary of War Hurley has approved the following allot- 
ment of funds for rivers and harbors: : 

Headwaters of Mississippi River, for operating and care of 
the reservoirs, $17,500; St. Mary’s Falls Canal, Michigan, for 
operating and care of the canal, $295,000; Lake Washington Ship 
Canal, Washington, for operating and care of the canal, $97,500; 
Mississippi River, above Wisconsin River, for operating and 
care of locks and dams, $26,000; Illinois River, Illinois, for op- 
erating and care of locks and dams, $100,000; Fox River, Wis- 
consin, for operating and care of locks and dams, $102,000; Ten- 
nessee River, for operating and care of locks and dams, above 
Riverton, Alabama, $69,000; Knobbs Creek, North Carolina, $4,- 
000; Edenton Harbor, North Carolina, $2,300; Roanoke River, 
North Carolina, $2,000; James River, Virginia, $59,500; Bruns- 
wick Harbor, Gleorgia, $39,000; Savannah River, below Augusta, 
Georgia, $1,500; Waterway between Beaufort, South Carolina, 
and St. Johns River, Florida, $6,000. 

Additional allotments of river and harbor funds have been 
approved by Secretary Hurley as follows: 
of the 
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Massachusetts, for operating and 
Harbor, O., dredging, $15,000; 
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River, for operating and care of locks and dams above Wilmington, 
N. C., $10,000, and Osage River, Mo., for operating and care of lock 
and dam No. 1, $8,000. 


NICARAGUAN CANAL PROJECT 


Lieutenant-Colonel Dan I. Sultan, who had charge of the 
army engineer survey of the proposed Nicaraguan Canal, re- 
turned to Washington this week convinced that, from an engi- 
neering point of view, a canal across Nicaragua could be con- 
structed at an estimated cost of $750,000,000. The survey was 
asked for by the Senate. 

Admitting there was little need for the canal at this time, 
Colonel Sultan believed the day would come when it would be 
a necessity. He said the capacity of the Panama Canal was 
definitely limited but that, of course, it had not yet reached 
capacity demand. 

Fifteen years probably would be required for completion of 
a Nicaraguan canal project, said he, ten years of which would 
be for actual construction work and five years for getting the 
necessary legislation through Congress. 

Senator Fletcher, of Florida, discussing the statement of 
Lieutenant Colonel Sultan, expressed surprise at the estimate of 
$750,000,000 for the cost of the project, but said he believed 
that eventually the canal would be built. He said a Nicaraguan 
canal was necessary as an alternative route to the Panama 
Canal in the event that that canal was put out of commission 
by an earthquake or some other disaster, and that furthermore 
it would be needed when the Panama Canal could not handle 
the business that sooner or later would exceed the capacity of 
that waterway. 


ECONOMY AND WATERWAYS 


In reply to an inquiry as to whether the recent instructions 
from the President directing economy in expenditures would 
result in a reduction in appropriations for river and harbor 
work and flood control, Secretary of War Hurley said, July 27, 
that he did not desire to prejudge the action of the budget or 
of Congress, but that he was of the opinion that no reduction 
would be made and that he would so recommend. He said the 
policy of the administration had been to bring navigable water 
to the farming regions of the west and northwest and that this 
policy was being carried out most expeditiously. 


CHANGE OF MIND AS TO WATERWAYS? 


Withdrawal by the Omaha Grain Exchange of its financial 
support of the waterways committee of the Omaha Chamber of 
Commerce is interpreted as indicative of a change of mind on 
the part of Omaha grain dealers as to the desirability of susi- 
dized government operated barge services, in a story in the 
Grand Island Daily Independent, Grand Island, Neb., July 22. 
The Grain Exchange is said to be one of two formerly large con- 
tributors that have withdrawn their support from the waterway 
promotion activities of the chamber. 

“We’re now conducting the fight of our lives against gov- 
ernment in business, and we can’t consistently support a pro- 
gram which includes that,’ C. D. Sturtevant, a former president 
of the Grain Exchange, is quoted as saying. The story points out 
that two years ago, at the annual convention of the Mississippi 
Valley Association at St. Louis, Mr. Sturtevant, who is president 
of the Trans-Mississippi Grain Company, made an eloquent 
appeal for speedy completion of inland waterway developments. 

Other Omaha grain men are also represented as having 
expressed opposition to the principle of government in busi- 
ness, as exemplified in the operation of barge services on inland 
waterways by the Inland Waterway Corporation. 

Mr. Sturtevant is said to have characterized as a “vague 
expectation” the idea that the barge services will be turned over 
to private capital when they are on a paying basis. 


OIL STATION TRANSFERRED TO BARGE LINE 


The Shipping Board has approved transfer without ex- 
change of funds of the fuel oil station maintained by the Mer- 
chant Fleet Corporation on Blakely Island, near Mobile, Ala., 
to the Inland Waterways Corporation. The site of this station 
is owned by the waterways corporation and has been held by 
the Fleet Corporation upon a revocable permit. The fuel oil 
station has two 55,000-barrel steel storage tanks. It was placed 
in operation March 13, 1921. 


DIAMOND LINES’ SALE 


Approval of the terms and conditions of the contract cover- 
ing sale of the American Diamond Lines to the Black Diamond 
Steamship Corporation of New York was voted by the Shipping 
Board July 28. The sale, which was agreed to June 3, is to be 
made in consideration of $1,660,181.25 under terms to guarantee 
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performance of conditions set forth in a proposed ocean mail 
contract covering the route served by this line. 

The price is predicated upon performance by the purchaser 
of certain improvements to the line which will consist of the 
construction of five 16-knot steamers in a ten-year period, and the 
reconstruction of five of the present steamers to give them speeds 
of thirteen knots. In the event these improvements are not 
effected, the sales price will be at the rate of $28.65 a ton instead 
of $16.25 a ton. 

The line consists of twelve typical ten-knot cargo vessels 
which have an aggreate tonnage of 102,165 deadweight. Under 
the contract of sale the owner will be required to make not less 
than 72 round voyages a year, of which 24 will be semi-monthly 
sailings from New York to Rotterdam, 24 will be semi-monthly 
sailings from New York to Antwerp, and the balance will be 
semi-monthhly sailings from north Atlantic ports of the United 
States other than New York to the foreign ports named. 

Delivery of the vessels will be begun after matters affecting 
the ocean mail contract covering the service have been settled. 


PORTS ADDED TO SHIP’S ITINERARY 

Permission has been granted by the Shipping Board to the 
Tampa Interocean Steamship Company to include the French 
Mediterranean ports of Marseilles and Cette in the itinerary 
of the Prusa on a voyage scheduled for late in August. The 
Prusa is operated on the Gulf West Mediterranean Line. Ap- 
plication for this permission stated that cargo conditions in 
Spain at the preesnt time made it expedient to book cargo for 
these French ports. 





WATER CARRIER AGREEMENTS 


The following agreement filed in compliance with section 
15 of the shipping act of 1916 was approved by the Shipping 
Board July 28: 


_. Luckenbach Steamship Company, Inc., with Hansa Line: Pro- 
vides for through shipments of canned goods and dried fruit from 
Pacific coast ports of call of Luckenbach to designated South and 
East African ports, with transhipment at New York. Through rates 
are to be the same as rates quoted by conference carriers operating 
from Pacific coast ports to Europe for transportation of through 
shipments to the same destinations, with transhipment at European 
ports. Through rates are to be apportioned 40 per cent to Hansa 
Line and 60 per cent to Luckenbach, the latter to absorb the cost 
of transhipment and to make delivery to Hansa Line’s pier. 


ACCESSORIAL CHARGES ON IMPORTS 


The Treasury has amended its rules and regulations per- 
taining to the collection from importers of charges for cartage, 
storage or materials on merchandise sent to the appraiser’s 
stores for examination in connection with entries on appraise- 
ment orders so as to authorize collection from the importer of 
only any additional expense for cartage, storage, or labor, occa- 
sioned by reason of an entry by appraisement. The question 
arose in connection with charges on an automobile “entered on 
appraisement.” 

The collector of customs at New York made the point that 
the expense to the government was the same whether the entry 
was regular or “on appraisement.” He said that on a regular 
entry the car would be taken to the appraiser’s stores and that 
no greater expense would be incurred in taking it there ‘‘on ap- 
praisement,” hence his suggestion that the importer be charged 
nothing unless additional expense was incurred. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
“ published by West Publishing Con St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(District Court, S. D. New York.) In proceeding for limita- 
tion of liability, additional security beyond that required as 
prerequisite to institution of proceeding cannot be required to 
protect claims in event limitation is denied. 

In the instant proceeding, the claimants moved for an order 
dismissing the petition, unless the petitioners should furnish 
further security. The claims already filed exceeded $4,000,000, 
and the ad interim stipulation amounted to $90,000.—In re 
Liverpool, Brazil & River Plate Steam Nav. Co., 49 Fed. Rep. 
(2d) 947. 

In proceeding for limitation of liability, court could not 
withdraw injunction to permit attachments to issue in state 
court actions.—Ibid. 

Admiralty Court has exclusive jurisdiction to adjudicate 
filed claims and render judgment in rem and in personam, even 
if claimants defeat petition for limitation of liability.—Ibid. 


The Traffic World 


PAGE 243 








Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Reparation 
Referring to I. C. C. Docket 17000, 
Western District on 
become effective 


Oregon.— Question: 
Part 7, grain and grain products in the 
which the Commission ordered the rates to 
thereunder June 1, 1931. 

The western carriers secured a temporary restraining order 
in the federal court at Chicago requesting permanent injunction 
against the rates. It is now known that the federal court re- 
fused the permanent injunction and the rates are now to become 
effective August 1. We are wondering what the status of ship- 
pers would be in the interim between June 1 and August 1 as 
to reparation. 

Will you please advise if the carriers furnished bond for the 
protection of shippers’ interests during this period? 

Answer: The court in the case to which you refer, i. e., 
A. T. & S. F. Ry. Co., et al. vs. United States, did not, as we 
understand, require the carriers to furnish bond, nor did it 
require the impounding of charges on shipments during the 
interim between June 1 and August 1. 

In our opinion the present instance is similar in many re- 
spects to that involved in California Growers’ & Shippers’ 
League vs. American Railway Express Co., 144 I. C. C. 106. In 
this case the Commission denied reparation. In the course of 
its opinion, it said: 


Complainants also cite Cotton Mfrs. Assn. of S. C. vs. C. C. & O. 
Ry., 53 I. C. C. 741, 57 I. C. C. 584, and 64 I. C. C. 633, and Plymouth 
Coal Co. vs. P. R. R. Co., 37 I. C. C. 457, and 56 I. C. C. 699, 705, 
cases in which we awarded reparation upon shipments which moved 
after a finding that certain rates would be, for the future, unreason- 
able, and before the prescribed rates were made effective. 

In the case cited by complainants the rates condemned had been 
the subject of attack by complaint or complaints in which reparation 
was sought or in those cases where the rates were condemned in a 
proceeding of general investigation. Such investigation was instituted 
after complaint had been filed against some of the rates within the 
scope of the general investigation. These circumstances are not 
determinative of the right to an award of reparation but they do 
distinguish the cases cited by complainants from the instant case. 
Express Rates, 1922, supra, was an investigation instituted by us on 
our own motion and no formal complaint was embraced therewith. 
A petition of the carriers for increased express rates was included 
within the scope of that proceeding. 


( 
See, also, Hi-Power Gasoline Co. vs. D. & R. G. W., 136 I. 
C. C. 552, and Bartling Grain Co. vs. Mo. Pac., 115 I. C. C. 441. 


Liability of Carrier Where Shipper Misdescribes Goods of 
Extraordinary Value 


Missouri.—Question: At the request of a customer we made 
up a special mixture and shipped it by freight in interstate com- 
merce as “Paint Dry N. O. I. B. N.” Subsequently we learned 
from the manufacturing department that this special mixture 
consisted of ingredients which raised the value to, approxi- 
mately, $5.00 per ounce, which value raised the contents of the 
entire package to several hundred dollars. The question arose 
as to whether, in the case of loss or damage, the railroad would 
be liable. 

Under Rule No. 3, and also Section No. 5 of the bill of lad- 
ing, we note reference to “articles of extraordinary value” 
which have no specific ratings in the Classification, and we will 
be glad if you will give us your advice as to whether or not 
there are any known rulings as to what constitutes “articles of 
extraordinary value” by freight, and as to whether or not, in 
the absence of knowledge of the true value, the carrier would 
be responsible under the N. O. I. B. N. description which we 
gave. 

Answer: As regards the liability of the carriers in the event 
of the concealment of the nature or value of goods by a shipper, 
Section 136 of Vol 10 of Corpus Juris provides: 


It is the right of the carrier to require good faith on the part 
of those persons who deliver goods to be carried, or enter into con- 
tracts with it. And it is well settled that, where the shipper either 
by his acts or his omissions fraudulently conceals the nature or 
the value of the goods shipped, the effect of such conduct is to relieve 
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the carrier from the liability as insurer. The decisions, however, 
are not in entire harmony with respect to the extent of the carrier’s 
liability under the circumstances. 

In some decisions it is held that if the loss is due to the car- 
rier’s omission of such precautions as were necessary to the safe 
transportation and delivery of the goods, superinduced by the ship- 
per’s fraudulent conduct, the carrier is absolved from all liability. 
Galt vs. Adams Express Co., 48 Am. R. 742; Mobile, etc., R. Co. 
vs. Phillips, 60 So. 522; St. L. S. W. Co. vs. Ray, 127 S. W. 281 and 
Pac. Express Co. vs. Pitman, 71 S. W. 312; and, while there are 
some decisions holding that notwithstanding the fraud of the shipper 
the carrier is liable as an ordinary bailee of the property for hire 
and as such charged with the duty to exercise ordinary care safely 
to keep and deliver the property (Head vs. Pac. Express Co., 126 
S. W. 682; Orange County Bank vs. Brown, 24 Am. Dec. 129), it 
has either been held or said in a large number of decisions in which 
the goods shipped were money, jewelry, or other valuables so con- 
cealed as to hide their value and mislead the carrier that the latter 
is discharged absolutely from any liability for loss or injury to such 
property. Earnest vs. So. Express Co., 8 Fed. Cas. No. 4248; Oppen- 
heimer vs. U. S. Express Co., 69 Ill. 62, 18 Am. R, 596; Chicago, etc., 
R. Co. vs. Thompson, 19 Ill. 578; Chesapeake, etc., R. Co. vs. Hall, 
136 Ky. 379, 124 S. W. 372; Belger vs. Dinsmore, 51 N. Y. 156, 10 A. R. 


roc 


oto. 


However, the shipper’s fradulent conduct will not operate 
to bar recovery for loss of the less valuable goods in which the 
jewelry or other valuables were concealed, and the weight of 
authority holds in respect of fraudulant concealment as to goods 
other than money, jewelry and other valuables, that even though 
the shipper is guilty of misrepresentation, intentionally or other- 
wise, he would nevertheless be entitled to recover the apparent 
value of the goods according to the representations made, but 
nothing beyond this. Wells vs. Neiman-Marcus Co., 227 U. S. 
469, 33 S. Ct. Rep. 267; Kansas City, etc., R. Co. vs. N. Y. C. etce., 
R. Co.,. 163 8. W. 171. 

Section 137, Vol. 10 Corpus Juris reads as follows: 


Briefly stated the reasons on which the rule is based are: (1) 
That the carrier is, by the fraudulent act of the shipper, deprived of 
the compensation to which it is entitled, in proportion to the value 
of the article intrusted to its care and the consequent risk; (2) that 
it tends to lessen the vigilance which the carrier would otherwise 


exercise, and (3) that, by reason of the fraud of the shipper in mis- 
leading the carrier, the latter has not in fact accepted or undertaken 
to carry the goods delivered to it. 


Section 141, Vol. 10, Corpus Juris provides: 
As long as the deception practiced on the carrier causes it to 


omit the performance of some duty or attention which proper care 
toward that kind of freight requires, and, by reason thereof, the 


goods are lost, it is immaterial, as respects the carrier’s liability, 
whether the deception resulted from premeditation or from inad- 
vertence on the part of the shipper. The intention to impose upon 
the carrier is not material; it is enough if such is the practical 
effect of the conduct of the shipper. Kansas City, etc., R. Co. vs. 
N. Y. C. R. Co., 163 S. W. 171; So. Express Co. vs. Wood, 25 S. E. 


136. 

The decisions of the courts are not uniform as respects the 
extent of the liability of the carrier where the articles lost were 
money, jewelry and other valuables. Some of the cases hold 
that the carrier is absolved from all liability, while others hold 
that the carrier is liable as an ordinary bailee and not as an 
insurer and as such charged with the duty to exercise ordinary 
eare. As regards the loss of goods other than money, jewels and 
other valuables, the general holding is that the carrier is liable 
for the value of the goods as they are represented to be and 
not the value of the goods actually shipped. 

As illustrating the views of the courts we refer you to the 
case of Head vs. Pacific Express Co., 126 S. W. 682, in which it 
was held that though a carrier was absolved from liability as 
an insurer because of misrepresentation by the shipper as to 
the nature of the goods shipped, whereby the carrier was in- 
duced to omit precautions which it otherwise would have em- 
ployed, it was liable as bailee for failure to exercise ordinary 
care to safely deliver the property, and that the burden was 
on the carrier to show that it had exercised ordinary care in 
the transportation of the property. To the same effect is the 
decision in the case of St. L. S. W. of Texas vs. Ray, 177 S. 
W. 281. 

In the case of Stokes vs. D. L. & W. R. Co., 132 N. Y. 423, it 
was held that under a contract of carriage of household goods 
the carrier is not liable in the absence of gross negligence, for 
injury to a valuable oil painting involved in the shipment with- 
out the carrier’s knowledge, where the carrier had filed with 
the Interstate Commerce Commission a tariff including a rate 
for paintings three times the amount of the rate for household 
goods, the shipper being presumed to know the classification. 
It was held that the burden was on the plaintiff to show gross 
negligence on the part of the carrier. 

In the case of K. C. & M. Ry. Co. vs. N.Y. C. & H. R. R. Co., 
163 S. W. 171, the court said: 


Where a shipper presents an article for shipment packed in such 
form and dimensions as to conceal its real nature and value, and 
to throw the carrier off his guard and to cause him to receive a’ 
package for shipment at a less rate of freight than would be charged 
if the shipper disclosed the nature and value of the article offered 
for shipment, the conduct of the shipper, in failing to disclose the 
nature and value of the article offered for shipment, would be tanta- 
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mount to a fraud on the carrier, whether the shipper so intended 
or not, and in case of loss the shipper could only recover the value 
of the shipment as it appeared to be. In other words, any conduct 
on the part of the shipper, either intentional or unintentional, the 
practical effect of which is to deceive the carrier into a contract of 
carriage (for a lower rate) that it would not have entered into but 
for such conduct on the part of the shipper, will, in case of loss, 
render the carrier liable only for the value of the article as the 
shipper through his conduct represented the article to be. 

Routing and Misrouting—Conflict Between Destination and Rate 


and Route Shown by Shipper in Bill of Lading 


Oklahoma.—Question: Some time ago we had a carload of 
freight for a customer at Fairmont, Minnesota, routing requested 
via C. R. I. & P.-Kansas City-C. M. & St. P. to destination. 

Through error the car was billed to Fairmont, Nebraska, 
routing C. R. I. & P.-Kansas City-C. M. & St. P., 42-cent rate 
which was in effect to Fairmont, Minnesota, being inserted on 
the original bill of lading. 

The agent of the Rock Island took it upon himself to change 
the billing to read C. R. I. & P.-Kansas City-C. B. & Q. and cor- 
rect the rate to read 39% cents without advising us of his action 
until the car had arrived at Fairmont, Nebraska. 

Fairmont, Minnesota, is not located on the C. B. & Q. Rail- 
road nor is Fairmont, Nebraska, located on the C. M. & St. P. 

Can you advise me of any ruling of the Interstate Commerce 
Commission which would place the responsibility of this error? 

Answer: In our opinion the decision of the Commission in 
Hutton & Bourbonnais Co. vs. Southern Railway Co., 50 I. C. C. 
434, is applicable to the instant case. 

Under the facts in the above case the bill of lading prepared 
by the complainant showed the destination as Fort Plain; the 
route as Sou.-Potomac Yards—cheapest W. S. R. R. Delivery; 
and a rate of 29 cents. Fort Plain is a local station on the 
N. Y. C. R. R.; South Fort Plain a local station on the West 
Shore; the Commission held that the Southern Railway had 
misrouted the shipment and that the shipper was damaged by 
the misrouting to the extent of the difference between the 
charges paid and those which would have accrued at the rate 
of 29 cents, which rate applied to both points. The Commission 
said: 


The rates to Fort Plain and South Fort Plain were joint rates, 
and in our opinion the Southern’s agent at Hickory was chargeable 
with knowledge of the fact that West Shore delivery was impossible 
at Fort Plain. ‘“‘The obligation lawfully rests upon the carrier’s 
agent to refrain from executing a bill of lading which contains pro- 
visions that can not lawfully be complied with or provisions which 
are 3 eal and therefore impossible of execution.’’—Conf. Rul- 
ing 474(c). 


Rates—Application of Long-and-Short-Haul Clause of Act 


Alabama.—Question: I have the following situation on 
which I would greatly appreciate your views: 

On December 18, 1929, a carload of dressed yellow pine lum- 
ber was shipped from Haleyville, Alabama, to Covington, Ten- 
nessee, both points located on the Illinois Central. A rate of 
231% cents was assessed, this being the Memphis combination, 
divided 13 cents to Memphis and 10% cents beyond. However, 
the shipment did not move through Memphis, but moved Illinois 
Central all the way, which route from Haleyville goes north 
through Fulton, Kentucky, then south to Covington, Tennessee. 
The destination point is forty miles north of Memphis. 


There is a rate of 17 cents from Haleyville, Alabama, to 
Fulton, Kentucky, via the I. C., and a rate of 13 cents from 
Haleyville, Alabama, to Memphis, Tennessee, via the I. C. direct. 
I filed a claim on the basis of the Fulton rate, giving the carrier 
the benefit of the higher intermediate rate, but this claim was 
declined on the basis that Covington is not intermediate, to 
Fulton on traffic from Haleyville. I refiled the claim on the 
basis of the Memphis rate of 13 cents, which raises the over- 
charge about $15, and in refiling told the I. C. that, inasmuch 
as they refused to recognize the higher Fulton rate, even though 
they protected the Memphis combination, which in this case 
was a back-haul combination, I would expect payment of this 
claim down to this basis because Covington was most certainly 
intermediate to Memphis on traffic from Haleyville via the I. C. 
direct. 

Answer: In the instant case there is no overcharge, unless 
the tariff publishing the rate to Memphis, Tenn., contains an 
intermediate rule under which the Memphis rate is applicable at 
points on the Illinois Central intermediate between Haleyville 
and Memphis. 

The fact that the rate to Covington, Tenn., exceeds the 
rate to Memphis, Tenn., is not justification for a departure 
from the legally published tariff rate. See Davis vs. Portland 
Seed Co., 264 U. S. 403, 44 Sp. Ct. Rep. 380, in which case the 
court said: 


The statute requires rigid observance of the tariff, without 
regard to the inherent lawfulness of the rates specified. It com- 
manded adherence to the published rate from Roswell; section 6 for- 
bade any other charge. Observance of the lower rate from Pecos, 
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put in without authorization, might have been forbidden, as pointed 
out in United States vs. Louisville & Nashville R. R. Co., supra; but 
it would be going too far to hold, as respondent insists, that the 
unauthorized publication established the lower rate as the maximum 
permissible charge from the intermediate point—the only rate there- 
from which could be demanded. 


There is, of course, a probability that the Interstate Com- 
merce Commission has granted fourth section relief to the car- 
rier for the publication of a lower rate to Memphis, Tenn., 
than applies to intermediate points, by reason of the circuitous 
route of the carrier between Haleyville, Ala., and Memphis, 
Tenn. 


Reconsignment—Liability of Carrier for Failure to Act on 
Shipper’s Reconsigning Instructions 

Ohio.—Question: Early in April, this year, we consigned a 
carload shipment of machines to a point in southern California. 
A few days after the shipment had gone forward, we notified 
the carrier to have shipment diverted to San Francisco, Calif. 
They acknowledged our request, and stated that it would be 
taken care of promptly. 

Much to our surprise the shipment arrived at the original 
destination, and was unloaded by the consignee. Therefore, in 
order to satisfy our customer in San Francisco, it was neces- 
sary to reship part of the machines from the point in southern 
California to San Francisco, at a considerable cost in trans- 
portation charges. 

We, therefore, would like to know if we can’t hold the car- 
rier responsible for the error or oversight, and collect the trans- 
portation charges from the point in southern California to San 
Francisco, Which we would not have to pay had the carrier com- 
plied with our request to reconsign the shipment. 

Kindly let us have your opinion and any citation that would 
cover the case. 

Answer: In Humble Oil & Refining Co. vs. N. Y. C. R. Co., 
73 I. Cc. C. 331, the Commission held the initial carrier liable 
for negligence in failing to promptly transmit reconsigning in- 
structions, which failure resulted in an unnecessary back-haul, 
that the shipment was overcharged to the extent that the 
charges exceeded those that would have applied had the ship- 
ment been reconsigned in accordance with the shipper’s instruc- 
tions, and those which applied via the route the shipment moved. 

In Central Foundry Company vs. Southern Railway Co., 42 
I. C. GC. 333, the Commission held the initial carrier liable for 
drayage charges resulting from the failure of the initial carrier 
to promptly forward the shipper’s request for diversion. 

It appears that the extra charges which accrued in the 
instant case were the proximate result of the carrier’s failure 
to reconsign the shipment in accordance with the reconsigning 
instructions and that, therefore, under the principle of the 
decisions in the above referred to cases, the carrier is liable for 
the difference between the charges which would have accrued 
had the shipment been reconsigned in accordance with your 
instructions and the charges which were collected. 





Routing and Misrouting—Liability of Carrier Where Rate In- 
serted in Bill of Lading After Execution of Bill of Lading 
by Shipper 
West Virginia.—Question: Some time ago we shipped a 

car of coal from our mines to Chagrin Falls, O., via C. & O.- 

Cincinnati, Big Four, Toledo, W. & L. E. delivery. It later de- 

veloped that the delivering line is assessing us with a local rate 

from Wellington, O., to Chagrin Falls, O., account through rate 
not applying via the above route. 

It is true that the route shown above, which was a clerical 
error, does not provide a‘ low through rate and is not shown 
in the tariff. However, the C. & O. Railway Company (initial 
carrier) accepted this car and placed revenue billing on same, 
showing plainly on the bill of lading the lowest through rate. 
In checking over our records, we find that other cars moving 
to the same destination and similarly routed were changed by 
the initial carrier to move via the lowest rate. 

We contend that since the initial carrier showed the low 
through rate on bill of lading and did not catch the error at 
their billing terminal that they are liable for any excess charges. 
It is true that our routing was erroneous, but a traffic service 
agent is provided at the point of billing who should have held 
this shipment for further instructions before placing revenue 
billing on same. 

Can you cite us to a court decision or Interstate Commerce 
ruling wherein it is provided that the carrier is, or is not, liable 
in this instance? 

Answer: If, as we understand, the carrier’s agent did not 
insert the rate in the bill of lading until after the bill of lading 
had been signed by the shipper, it is our opinion that the car- 
rier did not misroute the shipment, in that the bill of lading 
did not contain provisions that could not lawfully be complied 
with or provisions which were contradictory and therefore im- 
possible of execution at the time it was presented to the carrier. 
The carrier’s act in inserting the rate in the bill of lading did 
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not result in the shipper being damaged, as he received the 
benefit of the rate applicable via the route specified by him in 
the bill of lading. 

Tariff Interpretation 

Michigan.—Question: With further reference to your an- 
swer to “Michigan,” under the above caption, in The Traffic 
World, issues of April 25, page 1031, and May 23, page 1275. 

Rates carried in 54-G are carload commodity rates, spe- 
cifically lumber, which is also true of item 785 as shown in sec- 
tion 3. The rates shown in section 3 are alternative rates and 
can be used when lower than rates shown in section 2. 

There is no specific rate in 54-G from Hermansville, the 
rate being arrived at by addition of arbitrary over St. Paul rate. 

Column 6, Boyd’s Territorial Directory 1-B, does not show 
any grouping position for Hermansville. Hermansville, on the 
Soo Line, shows nothing at all and Hermansville on the C. & 
N. W. shows Note 290, which provides for class rate only. 

Rates in section 2 of 54-G are subject to regular minimum 
of 30,000 and 34,000 pounds. Item 785 of 54-G reduces the St. 
Paul or Hermansville basing rate 2% cents, but raises the mini- 
mum to 386,000 pounds. 

We agree with your interpretation of the rate from White 
Bear, Minn. However, Column 6 in Territorial Directory spe- 
cifically shows that White Bear takes Group 4 rate, while this 
same column does not show any grouping for Hermansville at 
all, simply naming Note 290. The fact that Boyd’s tariff I. C. C. 
No. 1890 shows White Bear taking an arbitrary over the St. 
Paul rate and Column 6 in Territorial Directory shows White 
Bear taking Group 4 or St. Paul basing would make the rate, 
according to Territorial Directory, less than Boyd’s I. C. C. No. 
1890. 

It is our opinion that the item in question in Boyd’s I. C. C. 
No. 1890 does not show the rate from Hermansville proper, but 
reduces the basing rate—that is, the St. Paul rate, which, added 
to the arbitrary, as provided in points from which the rates 
apply, in I. C. C. No. 1890, makes a lower through rate subject 
to a higher minimum from Hermansville. 

Answer: In our opinion, if there is no basis for rates from 
Hermansville by use of Agent Boyd’s Territorial Directory, re- 
ferred to in item 760 of Agent Boyd’s Tariff I. C. C. A-1934, 
there is no rate in section 3 of that tariff. We can find no au- 
thority for using the basis for rates in Agent Boyd’s Tariff 
I. Cc. C. A-1934 in connection with section 3 thereof—that is, 
item 760. This item specifically refers to the Territorial Di- 
rectory for the stations located in the groups in connection 
with which rates are named and makes no reference to the 
basis provided for in I. C. C. A-1934, where no grouping is pro- 
vided for in the Territorial Directory. 


Tariff Interpretation—Application of Through Rate Reconsigned 
Shipment Where Transit Tariff Does Not Accord Transit to 
Reconsigned Destination 
South Carolina.—Question: In your answer to “Maryland” 

of July 11, page 88, of The Traffic World, under the caption, 

“Tariff Interpretation—Combination Rates,’ you advise that, 

under the application of the transit tariff and the reconsigning 

tariff, a shipment from A to D transited at B and originally 
shipped to C, and reconsigned at C to D, is, in fact, a through 

movement from A to D. 

Is it your judgment that a shipper can put the two kinds of 
tariffs together in this way to force the application of the 
through rate, applicable from A via B and C to D on a direct 
movement, but where the carrier grants at B reshipment under 
through rate to C, but does not grant reshipment, under any 
kind of rate, to D. 

I have knowledge of the fact that this has been attempted, 
but do not think that it has been successfully put over. I would 
like to say that I was not the party at interest. 

Through rates are often applicable via a transit point to a 
destination to which carriers at transit point do not grant re- 
shipment, and if the privilege of overcoming same by recon- 
signment would hold, it would be possible often to defeat the 
intention of carriers in not providing transit to such places. 

Answer: We are of the opinion that if the transit tariff 
did not permit of transit at point B on shipments moving to 
point D, it would not be permissible to apply a through rate 
from point A to point D. However, if there were no through 
rate from point A to point D and the lowest combination based 
either on point B or point C, it is our opinion that either of 
these combination rates could be applied on such a shipment. 

Tariff Interpretation—Application of Intermediate Rule 

Missouri.—Question: Please refer to your answer to “Mis- 
souri,” on page 1558 of the June 27 Traffic World, under the 
above caption. 

We do not agree with your interpretation of this item and 
believe you have overlooked entirely the fact that the wide open 
intermediate clause does not state that the intermediate point 
must be located directly between two points on the Missouri 
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Pacific. The intermediate clause now states that the interme- 
diate point must be located between two points on the Missouri 
Pacific and, in view of that fact, we feel that we have the 
correct interpretation and that Glover is located between Leeper 
and Allenville. 

Please advise further in connection with this matter. 

Answer: While item 50 of Agent Johanson’s Tariff I. C. C. 
No. 2209, which supersedes Tariff I. C. C. No. 2074, does not 
use the term “directly between two points on the same rail- 
road,” the caption of item 50 states that the provisions of this 
item apply only at points situated between two points on the 
same carrier from which commodity rates are provided in this 
tariff on the same article. 

We can locate no decision of the Commission specifically on 
this point, but in our opinion the fact that Leeper and Allen- 
ville, Mo., are located on separate branches diverging from 
Bismark, Mo., prevents the application of the provisions of item 
50, in so far as a rate from Glover, Mo., is concerned, the latter 
point not being “intermediate to a point from which a com- 
modity rate on said article is published in this tariff via a route 
from the intermediate point over which 8uch commodity rate 
applies.” 

In other words, Glover, Mo., is not located between two 
points via a route through that point. 


Rates—Increases Authorized but Not Availed of by Carriers 


New York.—Question: We will appreciate your opinion on 
the following problem: 

At the present time beverages in carload lots are rated fifth 
class in Western Trunk Line territory and are governed by 
an Exception to the Classification which makes the rate in that 
territory 80 per cent of fifth class. 

Under W. T. L. class rate decision 17000, part 2, the Com- 
mission has prescribed that the carload rating on beverages 
shall not exceed 35 per cent of first class. 

It is our opinion that the 80 per cent of fifth class excep- 
tion places beverages on a more or less commodity basis, and 
that, therefore, when and if the new rates go into effect (now 
set for December 3, 1931), beverages in carload lots would still 
be entitled to move at 80 per cent of fifth class. 

If the carriers take full advantage of the Commission’s 
recommendation and put carload beverages in the 35 per cent 
column, the beverage industry will be compelled to absorb an 
increase in freight rates ranging from 28 per cent to 40 per cent. 

Do you know of any cases in the past where a similar 
situation has arisen in which the shipper successfully petitioned 
the carriers to allow an existing exception to remain? 

Answer: We are not aware of an instance such as you 
refer to, in so far as an exception to a classification rating is 
concerned, but we understand that the carriers have, in certain 
instances, because of special conditions, failed to avail them- 
selves of increased rates authorized by the Commission. 

Your remedy seems to lie in convincing the carriers that 
it would be a mistake on their part to so materially increase 
the rates in question. 


Carriage of Live Stock—Liability of Carrier 


Indiana.—Question: We recently filed claim for loss of a 
dead hog which arrived in a carload shipped to our plant. 

The carrier offered to settle on one-half the value of the 
animal, stating that was the usual basis for settlement in such 
cases. There was nothing to show what caused the death of the 
hog. 

Will you kindly advise us if there is any authority by which 
carriers are justified in settling such claims on basis of one- 
half value? 

Answer: The carrier assumes the same responsibility for 
the safe carriage and delivery of animals as in the carriage of 
other kinds of property, except from injuries resulting from the 
nature, habits, propensities, viciousness, or other inherent quali- 
ties of the animals. And, in the absence of a statute or pro- 
vision in the bill of lading, the common-law rule as to the duty 
to care for live stock in transportation is imported into and 
becomes a part of the contract. The carrier is bound to use 
reasonable care to transport without injury live stock placed 
in its hands for shipment and will be liable for damage or for 
loss proximately resulting from its failure so to do. However, 
this is the extent of its duty; and it is not absolutely bound 
to deliver the stock in good condition; it is required to use only 
such care to avoid injury as a person of ordinary prudence 
would use under the same or similar circumstances. 

If the carrier’s failure to use reasonable care was the proxi- 
mate cause of the death of the hog, the carrier is liable for the 
full value thereof. This is a question of fact. 

The acceptance of the compromise basis offered by the car- 
rier makes unnecessary a definite determination of whether the 
carrier was responsible for the death of the hog, although pre- 
sumably the carrier is reasonably certain that it is responsible. 
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Weighing and Reweighing—Right of Consignee to Demand 
Reweighing of Car 

New York.—Question: A carload was ordered reweighed in 
transit, carriers admitting they had sufficient time to do this, 
but through some error on the part of the carrier the order 
was not given to the proper party. The car went to a connect- 
ing line and was delivered to the consignee. As it was necessary 
that the correct weight be given, the car was brought back to 
the first scales and weighed, the consignee being charged a local 
rate to and from the scales. 

The carriers have stated that they cannot refund these 
charges, as it is not compulsory for them to reweigh a car in 
transit when ordered. Will you kindly advise if they are cor- 
rect? 

Answer: Section (c) of rule 9 of the National Code of Rules 
Governing the Weighing and Reweighing of Carload Freight, 
which rules are published by most carriers, provides: 

When a shipper or consignee requests that a car containing a 
commodity which is not subject to shrinkage from its inherent nature 
be reweighed, this service, wherever practicable, will be performed by 
the carrier without charge, provided such reweighing discloses error 
in the billed weight of more than the tolerance provided in Rule 8. 
When a car contains a commodity which is subject to shrinkage from 


its inherent nature no charge will be made if the billed weight is 
changed, as per Rule 8, section (f). 


The Commission has said that it should be the right of a 
shipper to demand a reweighing of his car, and that, if upon 
such reweighing it appeared that the weight as ascertained by 
the carrier was so far erroneous that it ought, within a fair 
measure of tolerance, to be corrected, no charge should be made 
by the railroad for the reweighing. American Brake Shoe & 
Foundry Co. vs. Belt Railway Co. of Chattanooga, 28 I. C. C. 350. 

While we locate no case directly in point, it seems reason- 
able to believe that a carrier, where the shipper has requested 
a reweighing of his shipment, has failed to comply with the 
request, could be required to haul the cars to the nearest track 
scales, subject only to the charges for reweighing, in accordance 
with the provisions of rule 10, depending upon whether the 
reweighing discloses error. See Menominee White Cedar Co. 
vs. C. & N. W., 53 I. C. C. 229. 

Liability of Carrier for Loss Under Clear Seal Record 

Virginia.—Question: Will you please advise us if a carrier 
can decline a loss and damage claim because the car moved 
through with a continuous clear seal record, and cite us cases 
where decisions have been made in favor of the shipper in 
spite of the clear seal record? 

It is our understanding that a clear seal record does not 
relieve a carrier of liability in cases of shortage. 

Answer: In so far as a bill of lading constitutes a receipt, 
that is, the part wherein is set out the receipt of the goods, the 
quality, quantity and condition, it may, like other receipts, be 
explained, altered, varied or contradicted by parol evidence 
St. Louis, etc., R. Co. vs. Citizens’ Bank, 87 Ark. 26; Sanford 
vs. Seaboard, etc., R. R. Co., 61 S. E. 74; Milne vs. Chicago, 
etc., R. Co., 135 S. W. 85. Conseuently the carrier is not 
conclusively bound by the recital in the bill of lading as to 
the quantity of goods covered thereby. However, in an action 
for loss of a part of the goods, if you can prove conclusively 
that a certain quantity of goods was received by the carrier for 
transportation and that the same quantity was not delivered 
at destination, the burden then rests upon the carrier of prov- 
ing that the loss occurred through some cause for which it is 
not liable, as an insurer. Galveston, etc., R. Co. vs. Wallace, 
223 U. S. 481, 32 S. Ct. Rep. 205. It has been held that this 
rule applies notwithstanding that the car moved under so-called 
“clear seal record.” See Baker vs. H. Dittlinger Roller Mills 
Co., 203 S. W. 798, also Eckman Chemical Co. vs. C. & N. W., 
185 N. W. 444. 


F. O. B. Destination Shipments—Liability for Customs Duties 


Pennsylvania.—Question: When quoting business f. o. b. 
Canadian points, is it to be construed that this includes pay- 
ment of the duty? 

Answer: We do not locate authorities specifically in point 
with respect to this question. However, in section 202 of 23 
Ruling Case Law, the following statement is made, in case of 
Amneedon vs. Freeland, 101 Mass. 303, 3 Am. Rep. 359, being 
cited: 

“In case of executory contracts for the sale and delivery 
of goods or commodities subject to custom or internal revenue 
duties, in the absence of provision therefor in the contract, the 
obligation to pay duties, leviable on the subject matter before 
delivery can be made, is upon the seller as between himself 
and the buyer, though the parties may, as between themselves 
expressly stipulate which shall bear the imposition.” 

Inasmuch as the term f. o. b. means free on board cars 
and it is a rule that where goods are sold f. o. b. destination 
the cost of transporting the goods to their destination is upon 
the seller, it would seem that duties sould also be paid by the 
seller. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous letters or communications bearing fictitious signatures will be published.) 
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INCONSISTENT RAIL POLICY? 
Editor The Traffic World: 

There is no doubt but that the present state of the railroads 
is due in no small degree to the loss of tonnage to competitive 
means of transportation, particularly the trucks. Shippers are 
constantly being urged by the carriers to ship by rail in pref- 
erence to using trucks so that the “backbone of the transporta- 
tion system of the country” may be preserved. We have 
recently been confronted with two situations here in Illinois that 
make us inclined to believe they are not lending full cooperation 
in carrying out this policy. 

The Superior Coal Company, a subsidiary of the Chicago 
& North Western Railway, operates four large mines in Ma- 
coupin county, Illinois. This company is selling coal in sub- 
stantially increasing amounts in the surrounding territory, the 
coal moving from the mines by truck. Practically every ton 
of coal so sold displaces a ton that has heretofore moved by 
rail on which some carrier, though possibly not the North 
Western, has received a revenue haul. The North Western 
refuses to refrain from this practice. 

The second instance deals with a situation on the Illinois 
Terminal Railroad. This line purchases practically all of the 
screenings made by two mines on its railroad, and a substantial 
part of the balance of the production moves by truck. In this 
way shipment of coal by truck is encouraged. 

W. Y. Wildman, Traffic Manager, 
Ill. Coal Traffic Bureau. 


’ 


Chicago, IIl., July 20, 1931. 





N. Y.-N. J. LIGHTERAGE CASE 
Editor The Traffic World: 

Associated Press despatches and The Traffic World, in re- 
porting public hearings in the New York Harbor lighterage case, 
stated that two representatives of the complainants, Mr. Bauman 
and Mr. Hickey, approved a suggestion of a compromise or 
alternative form of relief in the event that the full measure of 
relief could not be obtained. I trust that The Traffic World, a 
reliable source of information to many who take a lively interest 
in the lighterage case, will favor us with a correction of its 
statements. 

The Traffic World, at pages 138-140, July 18, discussed out- 
standing developments in the final series of hearings in the 
lighterage case. The discussion indicates that the testimony of 
Milton P. Bauman, on July 9, a witness called by the state of 
New Jersey, one of the complainants, was to the effect that, if 
New Jersey could not obtain all it sought, it might accept a 
compromise and that the suggestion of a compromise was fol- 
lowed by an emphatic denial by the writer, as counsel for the 
state of New Jersey. 

Mr. Bauman, in his testimony, did not voice acceptance 
of a compromise. His testimony at the rebuttal hearing does 
not manifest departure from his testimony at the earlier stages 
of the proceeding. But the New York papers did not report his 
testimony in rebuttal correctly. 

Statements published in the 
follows: 


The Traffic World are as 


(By Mr. La Roe): Would the people you represent accept as an 


alternative a grouping of the whole port area with absolute equal 
treatment to everybody, which would include the same class rates, 
the same free lighterage, the same switching, the same rate grouping 
in all directions? 

“While this would not be our first choice,’ Mr. 
replied, “‘we would accept it as a fair alternative.” 

Mr. Hickey suggested that, if New Jersey is to be deprived 
of what it regards as its rights in the segregation of lighterage 
costs from the regular rail rate, and lower rates, it might 
accept the alternative which had been referred to. 


Mr. Bauman did not testify that “we would accept it as a 
fair alternative.” The words “fair alternative” were not used 
in his testimony. In one answer, Mr. Bauman used the words 
“fairest way.” The question by Mr. La Roe and that answer are 
quoted here: 

Q. Do you mean that there are two different ways of removing 
the discrimination, in your judgment? 


Bauman 








A. Yes, I would say that the fairest way and the just way would 
be to give New Jersey the rates to which it is entitled, and make 
New York pay for the service rendered on the cross-harbor traffic. 


I did not suggest that New Jersey would accept any alterna- 
tive under any circumstances, and there is no foundation for 
the statement quoted above which The Traffic World at- 
tributed to me. My motion, presented July 13, was that Mr. 
La Roe’s cross-examination of Mr. Bauman be stricken from 
the record on the grounds that the Port of New York Authority, 
and its counsel, Mr. La Roe, were not parties to the record in 
the case brought by the state of New Jersey, and, therefore, 
they had no right to cross-examine Mr. Bauman. I did not deny 
or disclaim any answer by Mr. Bauman and I did not then and 
do not now perceive any grounds or reason for such denial or 
disclaimer. Further, I stated clearly, in arguing the motion, 
that no burden of election of any alternative rested on the state 
of New Jersey and that the defendant carriers had the double 
burden of defending free lighterage in the free lighterage limits 
and of defending their denial of free lighterage in the New 
Jersey part of the port which is outside the free lighterage 
limits. 

The testimony of Mr. Bauman is reported at pages Nos. 
7076-7079 of the transcript of the hearing in the lighterage case. 
My motion and argument are reported at pages 7530-7536 of the 
transcript. 

Washington, D. C., July 24, 1931. 


THE PROBLEM OF EX PARTE 103 


Editor The Traffic World: 

It would appear to me that in considering whether or not 
the shippers should favor or oppose the railroads’ proposals 
for freight rate increases, we should entirely disassociate our 
direct self-interests from the equation. That is to say, we should 
not support them purely because our product or the approximate 
radius of its movement might be excepted from the program of 
such advances, nor should we oppose them purely because the 
freight rates on our product are scheduled to be increased. 
There are underlying principles and consequences of a general 
nature more important to us than even such intimate considera- 
tions. 

The most vital problem confronting us, is my humble 
opinion, is that railroad operation under private ownership is 
again fundamentally at issue. In the nature of things it is to 
be expected that, from time to time, under changed economic 
and competitive conditions, there will inevitably occur cases 
presenting difficult managerial problems for solution, touching 
the affairs of a vast business enterprise such as the railroads 
represent. There are two pathways toward the solution of 
such problems, one of government aid and the other of private 
initiative. The acceptance of government aid causes a trend 
toward government ownership and operation of the railroads 
and the inevitable change in our national attitude touching 
property. Such is the core of the problem. From government 
ownership of public utilities it is but one step to government 
ownership of natural resources, and thence, but a few more pegs 
to a total revision of our concepts of the respective status of 
property, and the state, in our affairs and lives. 

To get a picture of the situation confronting us, I would 
like briefly to outline a few of the most important eras involv- 
ing crises in the affairs of the carriers. 


J. J. HICKEY. 


The Era of Railroad Construction and Expansion 
During this period, history tells us, all forms of encourage- 
ment were given the rail carriers following upon proof of the 
practicability and value to the public of steam railway trans- 
portation. 


The Initial Era of Rail Versus Water Carrier Competition 


During this period the law of the survival of the fittest 
prevailed and it marked practically the end of water carrier 
competition. 

The Era of Intensive Inter-Carrier Competition 


During this period, the rail carriers, which had then secured 
what virtually amounted to a monopoly of transportation, were 
(Continued on page 254) 
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A Railroad Has 
Many Owners 


A Message from 

L. A. Downs, 
President, 

lilinois Central System. 





Dependable for 80 Years 


Railway plants don’t just grow. 
They are built up painstakingly 
out of the savings of thousands of 
industrious citizens, to whom in- 
terest and dividends often mean 
their own or their dependents’ 
subsequent support. 


Title to the Illinois Central 
System is vested in approximately 
20,000 stockholders. Five out 
of every six of them own fewer 
than 100 shares. Two out of 
every five reside in states in 
which the Illinois Central System 
operates. One out of every twenty 
is an employe of the railroad. 


More than half the railway 
investment is represented by 
bonds, many of which are held 
by insurance companies, savings 
banks and endowed institutions 
of learning. Through these bond- 
holders thousands of other indi- 
viduals become indirectly, but 
none the less really, dependent 
upon railway earnings. 


Constructive criticism and sug- 
gestions are invited. 


KA“ 


Chicago, August 1, 1931. 


THE ILLINOIS CENTRAL SYSTEM 


This is the third of a series of sketches descriptive of 
this railroad. Its territory and its plant have been 
covered; other sketches will cover personnel and patrons. 


PAGE 251 











PAGE 252 





Personal Notes 





H. R. Stites has been appointed general agent, Lehigh Val- 
ley, with headquarters at Memphis, succeeding M. J. Vande- 
walker, promoted to division freight agent at Rochester, N. Y. 

John Grossman, assistant foreign freight agent of the Balti- 
more & Ohio, has been appointed foreign freight agent at 
Chicago, succeeding A. F. Roloson, who died. 

H. Engel, general representative of the German Railroad 
Company at New York, will sail for Germany August 1, return- 
ing on September 10. L. Bauer, assistant to Mr. Engel, will 
be in charge of the New York office of the company in the 
meantime. 

Anticipating that the ‘world’s economic depression will soon 
be over,” the National Railways of Mexico has placed Miguel 
Sandoval at the head of a newly created industrial department, 
with headquarters at Mexico City, Mexico. The department is 
intended to serve as a link between American manufacturers 
and Mexican consumers, and vice versa. 

The following appointments have been announced by the 
Wabash: H. S. Hemingway, district freight and passenger 
agent, with headquarters at Portland, Ore.; R. D. Farrell, per- 
ishable freight agent, with headquarters at Harlingen, Tex., 
succeeding George F. Harrigan, promoted; C. D. Hubbart, trav- 
eling freight and passenger agent, Seattle; W. H. Bachmann, 
traveling freight agent, Cincinnati, succeeding L. E. Mercer, 
promoted; G. D. Wright, traveling freight agent, Denver, suc- 
ceeding G. W. Terry, promoted. 

Frank P. Eyman, formerly freight traffic manager of the 
Chicago & North Western, died at Drexel Hill, Pa., July 29. 
He retired in 1920, having entered the employ of the North 
Western in 1881 as a telegraph operator. He was 75 years old. 

J. H. Daley, formerly of the Lamport & Holt freight de- 
partment, has joined the traffic department of the Colombian 
Steamship Company and is being assigned to the development 
of traffic to the north Brazil ports served by the American 
Brazil Line, for which the Colombian acts as agent in New York. 
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James A. Wilson, vice-president of the Dixie Steamship 
Company and active head of its traffic department at New 
Orleans, has withdrawn from the company. He is succeeded 
as head of the traffic department by E. A. Jimison, of the Gal- 
veston office of the company. Mr. Wilson’s interest in the 
Tosco Line, operating between New Orleans and Texas ports, 
continues, it is stated. 


[o.oo 


Doings of the Traffic Clubs 


> 








The board of directors of the Associated Traffic Clubs of 
America has approved a proposed amendment to the constitu- 
tion providing for individual sustaining memberships at ten 
dollars each, to be sold to persons interested in the work the 
association is doing, for the purpose of providing funds for 
expansion of that work. The amendment must be sent to mem- 
ber clubs at least thirty days in advance of the annual conven- 
tion in Tulsa next October, when it will be voted on by the 
delegates. 





In lieu of its customarry annual outing, the Traffic Club 
of Pittsburgh gave a dinner dance and bridge party at the High- 
land Country Club July 23. There were about two hundred 
present. Benjamin S. Thomas, general traffic manager, Stand- 
ard Sanitary Manufacturing Company, was at the head of the 
committee in charge of arrangements. Plans for social affairs 
in the coming year were outlined by W. S. Guy, president of 
the club, and W. M. L. Pomeroy, chairman of the board. 





The annual outing of the Traffic Club of Jamestown, N. Y., 
will be held at Midway Park-on-Chautauqua Lake August 20. 
There will be golf in the morning, with both land and water 
sports in the afternoon, following by dinner in the evening. 
About two hundred are expected to attend. 





A “stag” outing will be given by the Traffic Club of Indi- 








How? By availing yourself of the 
unusual facilities of this modern 
warehouse. From this point your 
goods ean be delivered to your 
eustomer in Manhattan within 
an hour ... as far as Albany or 
Boston within 24 hours! It puts 
your goods in easy reach of New 
York City. Brooklyn, Long Island, 
Westehester County, Hudson 
River Valley, New Jersey, 
Connecticut, Rhode Island, and 


Southern Massachusetts. 
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EVANSVILLE, INDIANA, U.S.A 


THE SHORT-LINE OHIO RIVER 
GATEWAY FROM CHICAGO AND 
THE MIDOLE WEST TO GULF FORTS 


Sales-aid 


in terminal facilities 


‘The EVANSVILLERouTE W\\ Me" 
NORTH ana SOUTH 


Convenient location 
Economical distribution 
Elimination of claims 


Your commodities are at the center of a great rural 
and urban market at Evansville. In every direction 
rails, waterways and highways radiate from our doors 
for quick delivery. 


Here is an opportunity to achieve a marked economy 
that the department will appreciate in the face 
of this ‘buyer's market.'’ Ship to us by barge-load 
or carload for distribution. 


By careful mechanical handling throughout the entire 
terminal we have brought claims to an absolute mini- 
mum. These are all points of advantage to shippers, 
particularly this year. 


We will be glad to tell you all the details of our 
operation, give you rates or any other information 
you want if you will drop us a line. 


MEAD JOHNSON 
TERMINAL CORPORATION 


J. D. Beeler, Vice-Pres. and Gen. Mgr. 
1830 West Ohio St., 


Evansville, Ind. 
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anapolis at Horeshoe Lodge August 6. A chicken dinner will 
be served. 





The Traffic Club of St. Louis will give an outing at the 
Westborough Country Club July 28. 





The annual beefsteak fry and picnic of the Traffic Club of 
Denver will be given at Eldorado Springs August 1. 





The Junior Traffic Club of Chicago will have a moonlight 
lake excursion on the steamer Theodore Roosevelt the evening 
of August 6. A section of the boat has been reserved exclu- 
sively for the club and there will be dancing and other enter- 
tainment. 





Speakers at the first of the series of meetings, July 28, 
being conducted by the Pacific Traffic Association to discuss 
the “National Transportation Problem,” in addition to the one 
announced last week, included James H. Hayes, secretary- 
manager, Pacific Fruit Exchange, and Robert Hutcherson, traffic 
manager, Associated Oil Company. William G. Hubner, traffic 
manager, A. M. Castle & Co., read a paper prepared by the 
industrial committee from a questionnaire sent out to industrial 
traffic managers in the region. The association will hold its 
first annual golf tournament August 20 at the Union League 
Golf and Country Club. A large number of prizes will be 
awarded winners. 





The second golf tournament of the Milwaukee Traffic Club 
will be given at the Westmoor Country Club August 7. Prizes 
will be awarded in three classes. 





Subjects docketed for the last meeting of the Industrial 
Traffic Club of San Francisco, held at the Commercial Club July 
28, included the proposed fifteen per cent rate increase and 
general investigation of railroad operation, stop-off in transit 
for partial loading and unloading, and failure of the railroads 
to comply with orders of state and interstate commissions. 


THE OPEN FORUM 


(Continued from page 250) 
injuring each other through secret rebates, free passenger 
passes and other unsound competitive practices. 


The Initial Era of Government Control 


The seemingly hopeless task of bringing order out of chaos 
in the interests of the rail carrier themselves, as well as in the 
interests of the general public, was begun by enactment of the 
act to regulate commerce. This piece of legislation was sub- 
sequently supplemented in Congress by other legislation. Every 
encouragement was given the carriers to get together in the 
fixing of prices, so to speak, on their commodity, but with safe- 
guards to prevent possible undue abuses of the power. 


The Era of Paternalism 


There was incorporated in the transportation act of 1920 
by and with the consent and support of railway management 
and the owners of these properties the so-called “guarantee” 
clause of Section 15-A. There was also incorporated as a stop- 
gap the so-called “recapture” clause. The carriers regarded the 
former as an assurance of increased earnings, and it was there- 
fore acceptable to them The latter would recapture certain 
surplusage above the measure of the so-called guarantee. This 
the carriers did not then and do not now approve. 


The Era of Railroad Operating Efficiency 


Prior to this period, a general break-down of the trans- 
portation machine was imminent and Congress was on the 
verge of placing the operation of all railroads, with particular 
respect to freight transportation and car supply, wholly under 
the jurisdiction of the I. C. C. In addition, an organization of 
railroad security owners were urging greater operating efficiency 
and favoring further extension of federal control into the field 
of railroad operation. Needless to say, there was also a strong 
public sentiment demanding improvement in operating condi- 
tions, through the medium of the Commission, if necessary, but 
preferably through the medium of the carriers themselves. 
Under such pressure, railroad management intelligently ap- 
proached its own so-called insoluble problem. It is now history 
that in cooperation with the shippers, railroad management 
solved the so-called insoluble problem and operating efficiency 
was brought up to well nigh 100 per cent perfection. This 
accomplishment marked a real resistance to the trend towards 
government ownership and executive railroad management is to 
be congratulated thereon. 


The Era of Prolific Transportation Instrumentalities and 
Unprecedented Carrier Competition 
This is the era we are now entering, and it has occasioned 
much concern among the thoughtful. The order of things is 
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UNITED FRUIT COMPANY 


> Senin nie 


General Offices: One Federal St., Boston, Mass. 


FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Se, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, Mexico, Nicaragua, Salvader. 


Weekly service with transhipment at Cristobal (Canal Zone) 
to West Coast Ports of Central America, South America 
and Mexico at differential rates. Through bills of lading 
to all points. 

Shipments to El Salvador handled expeditiously via Puerto 
Barrios, Guatemala, and the International Railways of Cen- 
tral America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


1001 Feurth St., Pier 3, North River, 321 St. Charles St., 
San Francisce, Cal. New Yerk, N. Y. New Orleans, La. 
Leng Wharf, 


319 Ne. Feurth St., 111 W. Washingten St., 
Besten, Mass. St. Leuis, Me. Chicage, DL 





The Distribution of 
Your Product 


Distribution 
Forwarding 
Storage of 
General 


Merchandise 







‘S.N.LLONG 
WAREHOUSE 


SAINT LOUIS, MISSOURI 
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CALMAR LINE 


INTERCOASTAL SERVICE 


SAILS ARRIVES 


STEAMER |,°7 , 
Ne. Baltimer delphia | Ang 


LOSMAR....... 5 |June 16/June 25jJuly 18 wd 23 
R......]13 [June 26/July 5SjJuly 28/Aug. 2 

MASSMAR..... 11 JJuly July 15j]Aug. 7jAug. 12 4 15 
VERMAR......] 5 |July 16]July 25jAug. 17) Aug. 22]Aug. 
FLOMAR....... 6 jJuly 26/Aug. 5SjAug. 28]Sept. 2/Sept. 5/Sept 
CUBORE....... 13 red Aug. 15/Sept. 7j/Sept. 12/Sept. 1 
PORTMAR..... 6 jAug. 16/Aug. 25/Sept. 17/Sept. 22/Sept. 
OAKMAR...... 2 j|Aug. 26/Sept. 5iSept.28/Oct. 3]/Oct 
YORKMAR.. 14 jSept. 6/Sept.15/Oct. 8iOct. 13/Oct. 16 

6 |Sept. 16/Sept. 25)Oct. 18]/Oct. 23/O0ct. 26/Oct. 
PENNMAR..... 12 |Sept. 26/Oct Oct. 28/INov. 2INov 





Satisfaction Assured 
Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


Boone & MeCORMACK CO., GEN. AGTS. SWAYNE AND HOYT, INC., AGTS. 
yt ye Y. 8. Gay St. Les Angeles, Cal., 63! Central Bidg. 
Oakland, Cal., ist and Market Sts. 
Portiand, Ore., 911 Bd. of Trade Bidg. 
San Francisce, Cal., 240 Front St. 
Seattle, Wash., 1519 Railroad Ave., South 


Regular Piers 


Chics Detrate —y Dearborn St. 
Mish. Joot-2. industrial ‘Bk. Bids. 
York N. Y., & Broadway 
Philadelphia Pa, Bourse Bidg. 
Pittsburgh, Pa., Oliver Bidg. 


Atlantic Coast Pacific Coast 
jeo—230-B Terminal isiand 
Baltimere—Pler 7, Western Md. Ry., Pert Saklan Howard Terminal 
Covington Portiand, Ore.—No. | Oceanic Terminal 


Franciseo—Pier No. 48-B 


x San 
Patadeighte—Pter 27-N, Reading Co. Seattio—Atiantic Deck Terminal 


NEW YORK TO OR FROM 


3 NEW ELECTRIC LINERS 


I 3 TNE 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 


ALL 33,000 TONS IN SIZE 


and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 
Westbound Eastbound 


from New York 
California .. Aug. 8; Sept. 19 


SromSanFrancisco—*Los Angeles 

Pennsylvania Aug. 15; Sept. 26 

Virginia . . Aug. 22;Oct. 3 California . . Aug. 29; Oct. 10 

Pennsylvania_ Sept. 5; Oct. 17 Virginia . . Sept. 12; Oct. 24 
and Fortnightly thereafter 

*from Los Angeles 2nd day following 


fonama facifie fine 


* ALL NEW STEAMERS * 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1Broadway, New York City 
(West 28rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 180 N. Michigan Ave. Boston, 84 State St. 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
San Francisco, 311 California St. Los Angeles. Central Bldg. 
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Ship via 
BALTIMORE MAIL LINE 


Quicker Delivery in Europe 


~- . « « « and at Less Cost 


XPORTERS and importers of the Mid-West 

and South will save time and money by rout- 
ing shipments via Baltimore Mail Line. Shorter 
rail haul to Baltimore or Hampton Roads, direct 
car-to-ship handling, absence of congestion, speed 
in crossing assured by regular scheduled sailings 
and Government mail carrying contract. The lat- 
est equipment for refrigerated cargo. 


By October weekly sailings both ways will be 
maintained over the Baltimore-Hampton Roads— 

’ Havre-Hamburg route. Sailings from Baltimore 
August 6 and 13; from Hampton Roads (Norfolk 
and Newport News) August 7 and 14. Westbound, 
from Hamburg August 22 and 29; from Havre 
August 24 and 31. 


BALTIMORE MAIL LINE 


Baltimore Trust Building 


Plaza 5260 
BALTIMORE MARYLAND 
NEW YORK CITY NORFOLK, VIRGINIA 
1 Broadway 111 E. Plume Street 
Digby 4-5800 Norfolk 25303 


CHICAGO, ILLINOIS 


180 N. Michigan Boulevard 
Randolph 6840 


PITTSBURGH, PENNSYLVANIA DETROIT, MICHIGAN 


300 Westinghouse Building 905 Majestic Building 
Grant 0770 Cadillac 1635-1636 
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distinctly threatening to the rail transportation monopoly and 
to the relative simplicity of the carriers’ quasi-judicial attitude 
towards the prices of their commodity. 

The owners of these railroad properties who, the general 
public has been assured, no longer operate them, appear to be 
unconcerned as to whether the return on their securities emanate 
from government paternalism or the individual initiative of rail- 
road management in meeting the problems which confront them. 

I do not know to what extent Mr. Thomas F. Woodlock, 
formerly an outstanding member of the I. C. C., and now a 
contributor to The Wall Street Journal and presumably voicing 
the sentiments of the owners, is serious when he sets forth at 
page 1417 of the June 13, 1931, issue of The Traffic World, the 
following anomalous proposition: 


The transportation act of 1920 extended the arm of governmental 
control over every important action within the corporate powers of 
railroad management save one—the declaration and payment of 
cash dividends. In so doing it transferred, in the words of the 
Supreme Court, speaking through its Chief Justice, the railroad 
carriers to the ‘‘fostering guardianship’ of the Interstate Commerce 
Commission, a direct creature of the Congress of the United States. 
That ‘guardian’ since 1920 has sedulously supervised almost every 
action—certainly every important action—of its ‘“‘wards’’—and no 
degree of meticulous scrutiny of those actions has provided too 
severe for application. 

After ten years of this ‘“‘guardianship’’ to whom should the ‘‘wards’”’ 
appeal for help if not to their ‘‘guardian?’’ And, if dialectics are in 
order—which they are not—might it not fairly be asked if, after 
ten years’ ‘‘guardianship’’ the railroads find themselves where they 
are today, could we expect ‘‘operation’” by the ‘‘guardian’’—or any 
other arm of government—to produce results better than those pro- 
duced by the last ten years of ‘“‘regulation?’”’ 


Perhaps he is simply facetiously treating what he terms the 
dialectics of one of his former colleagues on the Commission, 
but from my own observation the first premise set forth by Mr. 
Woodlock cannot be dismissed simply as facetious. It unques- 
tionably represents a school of thought with many pronounced 
adherents in and outside of railroad management and ownership 
circles. At its base is the desire for private control with federal 
responsibility for earnings in the ultimate. However, his second 
premise would vitiate the first one, and properly so. 

Railroad management is now up against such intensive com- 
petition in the marketing of their product as is comparable to 
that to which all other business enterprises have become case- 
hardened. What to us has been a constant experience, and to 
which we have adjusted ourselves in the struggle for our very 
existence, is now facing the present generation of railroad man- 
agement for the first time, and every encouragement should be 
given executive railroad management to solve their problems 
through private initiative. 

The present prices of commodities generally are either at 
or below cost levels of production. They at least bear little if 
any relation to the peaks reached during the post-war period. 
The price of transportation of general knowledge is closer to 
such peaks than that of any other basic commodity. Yet the 
carriers under conditions as they exist today would seek to 
have the price of their commodity increased through the medium 
of paternalistic action in the hope of artificial prosperity for 
the carriers. 

The proponents of freight rate advances rely almost ex- 
clusively on section 15-a and, so to speak, place the carriers 
into the hands of the federal government seeking to have such 
solve their financial problem for them. This is contrary to 
the effective policy the carriers pursued in resisting the further 
inroad of federal control over their operating departments and 
we should encourage them to work away from instead of towards 
fostering paternalism. 

A brief summary of their application filed with the I. C. C., 
touching some important fundamental phases follows: 

That one of two courses were open to them. The first was 
the usual business course of drastic retrenchment in operating 
and capital expenditures in amticipation of a substantial decline 
in traffic. They did not elect to follow this course, because it 
meant reductions in wages and employment, and the immediate 
curtailment of purchases of materials and supplies, the ramifica- 
tions of which would have operated to augment the depression 
generally. 

The second was a continuance of a normal program of 
operating and capital expenditures through the period of de- 
pression in anticipation of the return of normal traffic condi- 
tions. This course they followed notwithstanding their recog- 
nition of its obvious weaknesses by average business tests. They 
justify their adoption of this course as being in harmony with 
governmental desires. On this point alone, they now realize 
that governmental policies are less efficacious than the ordinary 
and customary business policies. But their invoking of Section 
15-A would seem to neutralize this beneficial experience. 

They call attention to the fact that, based on the tentative 
valuation found by the Commission in 1920, they are not earning 
the so-called “guarantee” of 5.75 per cent, and then affirm that 
the powers left to railway management to meet the adverse 
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conditions under which they are suffering, are very limited. 
They do not, however, set forth in detail just what restrictions 
should be removed other than modification of the long and 
short haul clause, readjustments of short haul rates, discarding 
the rule that through rates shall not exceed combinations and 
a statement of their intention to revise their classifications. 
On the record at the hearing they simply contented themselves 
with a request for a horizontal advance of 15 per cent except 
as to coal and coke, which were treated differently and asked a 
free hand to make subsequent readjustments. 

Statements with respect to their credit standing are set 
forth; the increased efficiency of their operations are placed 
before the Commission and, in a nut-shell, the carriers flatly put 
up to the Commission their demand for increases necessary to 
yield them the 5.75 per cent prescribed by law, or as close 
thereto as the proposed 15 per cent will bring them. 

We should not charge the present conditions in which the 
carriers find themselves entirely to errors of omission or com- 
mission by executive management. The various factors and 
elements causing or contributing to the general depression have 
left their marks on the carriers as well as on other business 
enterprises. But how do the carriers propose to meet their 
situation? 

The following quotation from their application summarizes 
the carriers’ position: 

Accordingly, the carriers recommend that the investigation to 
be made by the Commission upon this statement and application 
should be of a limited character and should be for the purpose of 
reaching a determination as to whether or not the general schedules 
of rates and charges proposed should be permitted to become effec- 
tive without suspension. Such a determination obviously calls for 
no — concerning the ultimate reasonableness of the rates pro- 
posed. 


The carriers have called upon the Commission to set aside 
the provisions of the transportation act of 1920 touching reason- 
ableness of rates, and which were designed by the Congress 
for the protection of the shippers and to solely consider section 
15-A of that act. It seems regrettable that the carriers should 
thus place themselves in the arms of fostering paternalism, but 
I dare say that no one close to the traffic situation ever antici- 
pated that fostering paternalism would also be adjured by the 
carriers to disregard entirely the interests of the shipping public 
touching reasonableness of rates. One of their chief witnesses 
affirmed at the hearing that the distressed condition of business 
generally was of no concern in the case. Counsel for important 
financial interests affirmed that representations by shippers 
should be heard, perhaps, but given no consideration. 

Nowhere in the carriers’ statement is there any attempt to 
indicate in what manner the increases proposed would help 
business generally, except, of course, and importantly so, the 
anticipated beneficial effect on railroad credit. 


There is a dearth of real approach to their labor problem 
and to the meeting of the competitive conditions against which 
the carriers declaim, and only vague references to their future 
intentions towards meeting them are set forth in the petition, 
and by their witnesses on hearing. 


I do not offer these statements in a critical sense. The 
situation confronting the carriers is serious and with the statu- 
tory and other handicaps encompassing their freedom of action, 
it is perhaps pardonable, that as a group they might feel it hope- 
less to proceed otherwise. Perhaps, fortified with the backing of 
the shippers to the end that obsolete legislative handicaps be 
removed, and sane regulation be uniformly applied to all forms 
of transportation, the rail carriers might take courage to ap- 
proach their financial and competitive problems without seek- 
ing further aid of fostering paternalism, and thus add to the 
ground they gained in obviating further federal control of their 
operations. 


I agree with Mr. Woodlock that in these times there is no 
place for dialectics or unthoughted utterances. I believe the 
shippers should seek of railroad management a different kind of 
program. It should, among other things, be suggested to them: 

1st. That they discourage misguided efforts on the part of 
anyone through propaganda and lobbyists in the state legisla- 
tures, to kill off truck and bus competition which fills a public 
want, and in cooperation with the shippers undertake to more 
intelligently meet this competition. The same applies to other 
forms of competition which are serving the public interest, but 
which are naturally giving the carriers grave concern. 

Looking at the matter of truck and bus competition from 
the standpoint of the industry I represent, our interests are 
more closely allied to that of the railroads, and the latter have 
our full sympathy, but we believe that such competition cannot 
in the public interest be totally destroyed, and as part of good 
judgment in the interest of the rail carriers themselves, we feel 
the fact must be recognized that the truck and bus are here to 
stay and that all concerned should take steps in a practical way 
to meet this situation. 
2nd. That if any legislation now on the statute books, or 
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other burdensome or discriminatory state or national govern- 
ment requirements, be deemed by them as prohibiting the intelli- 
gent meeting of their problems, especially touching this com- 
petition (and I mean meeting, not destroying) that the carriers 
ask for relief from such legislation, and for equality on the 
statute books with their competitors. 

3rd. That they awake to a realization that touching intense 
competition, railroad management is facing no different prob- 
lem than is being faced by industry generally, and that an appeal 
by them to fostering paternalism for a solution of their financial 
problem is not in their own or the public interest ultimately and 
will not be supported by the shippers. 

4th. That public opinion would be stronger in the carriers 
behalf had they attempted to justify their demands on such 
premises as, for example: 

(a) Their ability to show beyond the question of a reasonable 
doubt that the granting of their petition will stimulate business and 
actually augment their revenues. 

(b) That such advances will not further handicap the carriers in 
meeting the competition against which they are declaiming. 


(c) That the ratio of operating costs to revenue is unbalanced, 


by virtue of excessive costs which they desire to reduce, but are 


handicapped in doing so. 


5th That they be reminded of the manner in which they 
successfully solved their so-called insoluble operating problems 
under pressure of public opinion. the owners of railroad secur- 
ities and the threat of further federal control, and that the faith 
of the shipping public be expressed in their ability to solve their 
present problem with a lessening of paternalistic fostering 
rather than by relying thereon. That active cooperation of the 
shippers be pledged in support of any constructive program lead- 
ing away from instead of towards fostering paternalism and its 
inevitable end, government ownership. 

A. G. T. Moore, traffic manager, 
Southern Pine Association. 
New Orleans, La., July 27, 1931. 


EXCESS INCOME REPORTS 


Finance No. 4338, excess income of Potato Creek Railroad 
Co. Tentative determination by the Commission, division 1, that 
the carrier has recapturable excess income of $10,279.70 for 
the last ten months of 1920, 1922 and 1926, based on values of 
$550,000 for the 1920 period, $370,000 for 1922, and $100,000 for 
1926. No recapturable income was found for 1921, 1923, 1924, 
1925, and the first nine months of 1927. 


PLANT EXPORT REGULATIONS 


The Secretary of Agriculture has announced a revision of 
“rules and regulations governing the inspection and certification 
of plants and plant products offered for export to meet the sani- 
tary requirements of foreign countries,” which has been in effect 
since August 9, 1926. The most important change in this revi- 
sion, which becomes effective August 1, is the abandonment of 
the sliding scale of charges for services rendered by the in- 
spectors of the plant quarantine and control administration, and 
the substitution of a fee of $1 for each consignment of products 
inspected and certified. For the sake of brevity the title has 
been changed to “inspection and certification regulations to meet 
foreign sanitary requirements.” 


C. AND A. GIVES UP AIR LINE IDEA 


The Chicago and Alton has given up any idea of operating 
an air line between Chicago and St. Louis, according to its offi- 
cials, and has withdrawn its objections to granting of certificates 
of convenience and necessity to the two air lines now operating 
passenger service between those two terminals. The announce- 
ment was made in connection with applications of Century Air 
Lines and the Universal division of American Airways for cer- 
tificates, which have been pending before the Illinois commission 
for some time. ‘About a month ago, W. G. Bierd, receiver of the 
Alton, announced that the railroad was prepared to establish 
passenger plane service between the two cities, on the theory 
that, if that type of transportation was called for, the railroad 
should have a priority right in the matter. 

THEFTS FROM INTERSTATE COMMERCE 


“Edgar Sass and Stanley F. Peters have been convicted at 
Detroit, Michigan, for participating in a theft of clothing from 
a freight forwarding company at Detroit,” says the Department 
of Justice. “Over $4,500 worth of clothing, alleged to have been 
stolen by these persons was distributed around to different buy- 
ers by five other parties to the enterprise and was recovered. 
Sass and Peters were sentenced to the Leavenworth peniten- 
tiary for a year and six months each. The other parties to the 
transaction were given probation sentences of three years each.” 

AVIATION CONFERENCE 

Officials of the aeronautics branch of the Department of 
Commerce and executives and pilots of scheduled interstate air 
passenger lines at a meeting July 28 considered proposed 
changes in air commerce regulations governing scheduled opera- 
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tion of such lines. The revised regulation will be promulgated 
later after views developed at the conference have been con- 
sidered. 

Clarence M. Young, Assistant Secretary of Commerce for 
Aeronautics, said that about 14 months ago the department, 
after conferences with representatives of the air lines, promul- 
gated a set of regulations that were designed to increase fur- 
ther the safety and reliability of interstate scheduled operations, 


and that need for some revision, in the light of experience, had. 


arisen. 
NEW STATION AT BIRMINGHAM 

The Atlanta, Birmingham & Coast Railway Company has 
announced its purpose to discontinue the use of the Louisville 
& Nashville station in Birmingham and build its own station at 
Elyton, a Birmingham suburb. Authority for this move has 
been asked of the state commission. The Louisville & Nash- 
ville is making considerable improvement to its Birmingham 
station, necessary on account of the completion of a $5,000,000 
grade separation in the city. 


RAILROAD FUEL COSTS 


For the five months ended with May, the total cost of coal 
and fuel oil consumed by Class I railroads, exclusive of switch- 
ing and terminal companies, in road train and yard switching 
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services, was $98,929,817, as compared with $122,595,879 in the 
1930 period. For May the cost was $18,774,239, as compared 
with $22,762,283 for May, 1930. 

Coal consumed in the five months totaled 36,354,934 net 
tons, as compared with 43,532,723 tons in the 1930 period and 
6,915,909 tons in May, as compared with 8,036,644 tons in May, 
1930. 

Fuel oil consumed in the five months totaled 847,989,656 
gallons, as against 1,008,701,221 gallons in the 1930 period, and 
173,701,829 gallons in May, as against 195,872,103 gallons in 
May, 1930 


DOCKET OF THE COMMISSION 


August 4—Portland, Me.—Commissioner Porter and Examiner Koch: 

* Ex Parte 103—In the matter of proposed increase in freight rates 
and charges. 

August 6—Chicago, Ill—Examiner Rogers: 

24049—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A. T. & 
S. F. Ry. et al. 

24050—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, va. A. CG. Ee 

R. et al. (Adjourned hearing.) 
August 7—Richmond, Va.—Va. State Commission: 

Finance No, $754—Application A. C. L. for authority to abandon 
line in Dinwiddie county, Va. 

August 10—Washington, D. C.—Examiner Prichard: 
* Finance No. 8909—In the matter of application of P. M. Ry. for 
approval and authorization of acquisition of control of M. & N. 
E. Ry. by acquisition of all of its capital stock and by lease of 
its lines of railroad and other properties operated by it. 
io 10—Washington, D. C.—Commissioner Meyer and Examiner 
isque: 
Ex Parte 103—In the matter of increases in rates and charges. 
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Service to industries on the Belt Rail- iA 
way Co. of Chicago lines is of the 
utmost importance to us; their suc- 
cess is our success. Modern motive 
equipment means better service. Bet- 
ter service means more business for 
(the industries and we are geared 
‘\ accordingly. Consequently new cus- 
tomers, new occupants of our terri- 
tory, are constantly coming in to 
enjoy the “twenty-five trunk line” 

fast service—at Chicago rates. 


.B. R. C. delivers to—and receives 
from—every trunk line out of 
Chicago. 


There are two universal L. C. L. 
freight stations, daily cars to all con- 
necting lines, and daily through cars 
to destinations. At Clearing there are 
modernized facilities for through 
freight. Industrial locations on the 
Belt Railway of Chicago are a com- 
bination of convenience to market, to 
distribution, manufacturing and 
sales centers, quick service to all 
parts of the country, and reasonably 
priced land, that cannot be found 
elsewhere. 


The BELT RAILWAY COMPANY 
of CHICAGO 


Industrial Department 


F. J. WASSON 
General Traffic and Industrial Manager 
Dearborn Station, Chicago 


J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station, Chicago 


Telephone Harrison 3684 
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When your freight re- 
quires careful handling 
and extra speed it will 


pay you to ship via » » 


« « Great Northern between Saint Paul, 
niin Minneapolis, Duluth, Spokane, Portland, 


Passenger Traffic Manager 
St. Paul, Minn. 


P. H. Burnham ~ Klamath Falls, Seattle, Tacoma and inter- 


Western Traffic Manager 
Seattle, Wash. 


H. H. Brown mediate points. Through merchandise 


General Traffic Manager 
St. Paul, Minn. 


C.W. Meldrum cars to and from Pacific Northwest. 


Asst. General Passenger 
Agent 
Seattle, Wash. 


Eaten ic Manas Spend your vacation at Glacier National 
New York City, N. ¥ v. 


T.J. Shes Park on the main line. The Park will be 


Asst. General Freight Agt. 
105 W. Adams St., R. 620 
Chicago, ill. 


open until September 15th. 









GREAT NORTHERN RAILWAY 
ROUTE OF THE FAMOUS EMPIRE BUILDER 
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HEDGER 
Great Lakes 


The Traffic World 






SERVICE 
Pt New York 


The Only Direct Barge Line 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 





Substantial saving in freight rates via all-water 
route without any transshipment. 


Our service extends also to and from western lake 
points as far as Chicago and Duluth by trans- 
shipment at Buffalo. 


700 gross tons constitute average barge load. 


Barges move in fleets of four with approximate 
total capacity of 2800 gross tons. 


Our boats are especially adapted to quick handling 
of bulk commodities. 


Average running time, from Lake Erie ports to 
New York, 12 days. 

Our service is reliable and offers shippers the expe- 
rience of 9 years’ successful operation in this field. 
Barges always available for prompt loading at 
Cleveland, Toledo, Detroit and Buffalo. 

Cargo received on board alongside dock at lake 
ports and delivered to alongside steamers or con- 
signees’ dock in the port of New York. 

Cargo also received for safe ports on Long Island 
Sound. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


MEMBERS: 
N. Y. Produce Exchange 
N. Y. Maritime Exchange 





21 West Street, New York, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 


TELEPHONE 
WHitehall 4-0420 
BONDED CARRIER 
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Sea 


WAREHOUSE. 


LAWLEY S$! GOOC 


is step in the sale of an American 
product to the British consumer is made 
easier through the L. M.S. Planof distribution. 
. 350 buildings situ- 
ated at key points throughout England .. . 


First, warehousing . . 


ready to be used as your own. Second, trans- 
portation .. . sidings at every 
warehouse to connect with 


the L. M. S. railway system 


GREAT 





MS 


BRITAIN 


which serves 75% of Great Britain’s popula- 
tion. Third, store-door distribution by motor 
trucks on regular schedule . . . to assure you 
of adequate, immediate delivery at minimum 
overhead. 

Details concerning the L. M. S. Plan 
will be provided at any one 
of offices .. . by mail, if you 


prefer. 


London. Midland & Scottish Railway of 6. B. 


(LONDON, MIDLAND & SCOTTISH CORPORATION) 


Thomas A. Moffet, Vice-President Freight Traffic 


1 Broadway, New York City 
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Competing for Fame 


————> 


Transfers of traffic between these many line-haul 
carriers are made within a few hours by the use of the 
facilities of the Peoria and Pekin Union Railway, 
while a much longer period is required for such inter- 
change of traffic through some of the larger and con- 
gested gateways. Traffic is handled with sufficient 
dispatch to avoid congestion, thus affording regular 
expeditious service in the movement of all through 
traffic. ~ | em 

Route Via (P. & P. U.) and Peoria, III. 


USE PEORIA GATEWAY 


P. & P. U. SWITCHING CHARGE ABSORBED BY LINE-HAUL CARRIERS REGARD- 
LESS WHETHER P. & P. U. IS OR IS NOT SHOWN AS A PARTICIPATING CAR- 
RIER IN LINE-HAUL TARIFFS. POSTAL CARD PASSING REPORTS FURNISHED. 
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PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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F your business program demands that you look for new markets, search the market to the far, far 
west! Look at the Orient, with a view to finding there new and greater markets. Examine with a microscope 
as it were, the people, their habits and the work in that territory of other American manufacturers. 


You'll find in the Orient ONE-HALF BILLION PEOPLE (500,000,000). 
You'll find them eager to buy American merchandise. You'll find moneyed 
people in the cities and retail outlets that rival any in the world. 


And you'll be pleased with your findings. For the Orient, to progressive shippers, constitutes the world’s 
greatest future market. Examine the Orient! Do business there! It is NOT difficult! Then when you 
make your shipments, make them VIA SEATTLE. IT’S THE SHORTEST, MOST ECONOMICAL, 
AMERICAN ROUTE. 


Seattle is the terminal for six great transcontinental railroads, a regular 
port of call for 142 trans-Pacific and around the world steamship lines. 
You'll save time, which means saving money, if you ship VIA SEATTLE. 
More than $10,000,000 invested in public terminals to house and facilitate 
the handling of tonnage through the Port of Seattle. 


its nearest port in the United States. Write Port of 


Write today for free information about the Orient and 
Seattle, Bell Street Terminal, U. S. A. 
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SHIP VIA NEAREST AMERICAN PORT TO THE ORIENT 
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SHIP YOUR PRODUCTS 
ISSOURI PACIFIC 


DEPENDABLE 
FREIGHT SERVICE - 


TO AND FROM THE 


WEST ( : cate PACIFIC 


: oie ; 
AND = SSLINES 


SOUTH W EST ‘A SERVICE INSTITUTION” 





